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Fast Tunnel Work. 


BozEMAN TUNNEL, Montana, Nov. 22, 1883. 
To THE EDITOR OF THE RAILROAD GAZETTE : 

The statement of “J. J. J.” on fast tunnel work does not 
say whether the bench progress was as great as the heading, 
and while, for heading alone it is remarkable progess, it may 
not be the fastest work for the entire tunnel excavation. The 
Northern Pacific Bozeman Tunnel section is 16 ft. by 20 ft., 
with semi-circular arch of 8 ft. radius. 

In driving the tunnel the heading is never more than 15 
ft. in advance of the bench. 

Work is carried on in 8-hour shifts day and night, with 
generally from two to three hours’ delay in each 24 hours, 
to allow a slow ventilator to remove powder smoke. 

Progress of complete tunnel section at one face has been as 
follows: One week, 54 ft.; July, 1883, 212 ft.; July, August 
and September, 1883, 619 ft. The rock is a fine-grained 
blue sandstone, self-supporting. Three Ingersoll drills were 
used, and No. 2 giant powder. E. H. B. 














Performance of a Mobile & Ohio Locomotive. 


To THE EDITOR OF THE RAILROAD GAZETTE: 

The following statement, showing the service, etc., of en- 
gine No. 17 on the Mobile & Ohio Railroad, may prove inter- 
esting to your readers. The figures are taken from engine 
sheets, and show the service from the time the engine was 
built, in September, 1877, up to the time she was put in 
shop for general repairs in July, 1883, a period of 5 years 
and 914 months. . 

This is one of five passenger engines built by Mr. R. H. 
Briggs, Master Mechanic, at the company’s general repair 
shops at Whistler, Ala. Mr. Briggs seems well pleased with 
the general performance of these engines. In the expenses 
are included $400 accidental repairs. 

Mr. Dan Conners, engineer, has steadily run No. 17 since 
built, and to him much credit is due for his careful and 
efficient service. 

During the period named the engine ran in all 225,256 
miles, an average of 3,241 miles a month, or 38,998 miles a 
year : 
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Cost per mile run | H | 
in cents: | 
Repairs........| 3.8 | 3.7 3.3 3.0/ 20] 26) 1.7 
BW cccp.c0e 40; 40) 48 | 49) 56; 52) 53 
Waste, tallow, } 
and oil....... 6| 6 4 4) 4| 4| « 
Wages engin’s, | | | 
firemen and | } | | 
cleaners....., 6.1/| 63] 58 55 | 56) 5.7 | 6.0 
a a a a | | 
TOM... (145 | 14.5 | 14.3 | 13.8 | 13.6 | 13.9 | 13.4 
| 
Miles run to | 
1 gallon oil....|100.76 118.03 135.47 125.78)115.07/124.73 107.26 
1 ton coal... + 54.00) 53.00] 53.74 51.46) 48.18) 51.03] 48.07 

















~ This engine has “double anchor” standard tires,which have 
been turned off twice since put on. The size of cylinders is 
16 by 22 in.; the drivers are 5 ft. 6 in. in diameter. R. 








Frog and Switch Rules for the 5 ft. 6 In. Gauge. 





(Notze.—The cuts which should have appeared with this 
letter were, through mistake, omitted last week. As the 
diagrams were necessary toa proper understanding of the 
letter, we republish it this week, with the cuts.] 
To THE EDITOR OF THE RAILROAD GAZETTE : 

Replying to ‘‘ Inquirer” in the Gazette of Oct. 19, 1883, 
I give she following for the case stated: 1. ‘‘ For lines 20 ft. 
apart, curve reversing midway between, gauge 5 ft. 6 in., 
crossing 1 in 10,” I assume that he means that the width of 
20 ft. is between tracks and not between centres. Call this 
w and the gauge g, and this sum the distance between cen- 
tress=g + w (see fig. 1). The frog number is n = 10. 
The distance from point of curvature to the reversing point, 
measured parallel to straight track, is D. The formula then 
for the latter is: 


s? 
D= 1 sent 


4 





and the numerical value is 





5 
D=N/ 411x100 « 25.5 ——- =167 ft 


The distance measured from the p. c. on straight track 
will give a point at right angles from the reversing point of 
centre line. 

2. “Gauge 5 ft. 6 in., width between tracks 6 ft., crossing 
lin 10. What is the distance from nose to nose of cross- 
ing?’ This I understand to mean the distance between the 
frog points in the two tracks. The distance between one of 
these and a point on the same rail opposite the other and at 
right angles thereto is thus formed. The frog distance, that 
is the distance of the frog from the point of curvature or 
heel of switch in the same straight rail in which the frog lies, 


is 2gn, that is, twice the gauge x by the frog number, 
which in the case givenis1l x 10=110ft. The curves 
being supposed to reverse midway as in the former case, 
the reversing point is found by the formula above given, 
and is 








/ 11.5? 
D= 11 x 100 x 11.5 = 111.88. 


The difference between these results is 1.88 ft., and twice 
this, or 3.76, is the distance y from one frog point measured 
on the straight rail in which it lies toa point in that rail oppo- 
site to and at right angles from the other frog. The square 
of this plus the square of the width between tracks is equal 


Fig.1, rf 
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to the square of the direct distance between frog points, or 
/ 3.76? + 6?= r= = 7.08 ft., or 7 ft. 1 in., 





nearly. 
If a tangent from the frog is interposed, as is frequently 


. 

















done (see fig. 2), the distance y between frogs, measured 
parallel to straight rail, is found by the following formula : 





This, reduced to its numerical value, is 


99. 
y = 11 —11 x 10 = 4.71. 
10 





This distance plus twice the frog distance (or 4 g n = 220 
ft.) gives 224.71 ft. as the distance between the points of 
curvature of the two curves measured parallel to straight 
track. The distance as found above, without the tangent, 
ig 111.88 x 2 = 223.76, 

I hope soon to have the demonstrations of these and other 
turnout formule in form for publication, 

J. A, ANDERSON, 

LAMBERTVILLE, N. J., Nov. 1, 1883. 





The Milwaukee & St. Paul’s Grievances in the 
Omaha Pool. 


The following is given in the Chicago Tribune asa state- 
ment on authority of the reasons which the Chicago, Mil- 
waukee & St. Paul gives for withdrawing from the Iowa 
Trunk Lines Association—a statement which shows that 
there are two sides to the question, at least : 

Its withdrawal from the Association had no relation to 
the live-stock matter. Its claim in to the live-stock 
question was simply this: That the Associa: 
tion was, as stated in the 
and revenue,” and the 
duty of distributing the 
division of new tonnage es would » the per- 





centage of revenue to which each 


the combination of stock shippers formed for the purpose 
of —- the rates a large part of the shipments 
was foi over the Milwaukee & St. Paul. The Com- 
missioner lost the power to divert, and, as is 
claimed, the l became inoperative as to this business, 
through no fault of the Milwaukee & St. Paul. It was mani- 
ne, unjust, therefore, to compel the Milwaukee & St. 
Paul to pay all the earnings of this business to the other 
roads. The Milwaukee & St. Paul offered to pay over the 
net revenue, but the other roads refused to accept less than 
the entire revenue. Inasmuch as the Milwaukee and St. 
Paul was dissatisfied with the terms of the pool as respects 
dead freight, and proposed to avail itself of the method pro- 
vided by the agreement for securing relief from certain in- 
equitable and burdensome conditions, from which it suffers 
under the Association as at present organized and conducted, 
it preferred to pay over the excess earnings on live stock, 
unjustly insisted on, rather than give the slightest ground 
for belittling the real issues by a charge by other members 
of the pool that it withdrew to avoid this payment. The 
reasons for withdrawal are claimed to be : 

First—The refusal to admit the St. Paul road into the 

ssenger pool, as distinctly agreed when it came into the 

reight pool. The Burlington and the Northwestern admit 
that it was agreed that the St. Paul should come into the 
passenger pool on the same terms as the other members 
when it put on two trains between Council Bluffs and 
Chicago and had its line in complete working order. These 
two roads are now willing to admit the St. Paul as agreed, 
but the Rock Island refuses its consent. It was also a 
last summer that the lines to Council Bluffs should alternate 
in running a Sunday train and in waiting for the Union Pa- 
cific connection when late. In this arrangement the St. Paul 
road was included, although notin the pool. Within a week 
after this agreement had been made, the other roads re- 
fused to alternate with the St. Paul, apparently for the pur- 
pose and with the effect of needlessly subjecting it to all 
possible inconvenience and expense. 

Another important point which led to the notice of 
withdrawal of the St. Paul road is that the Burlington and 
the Northwestern have lines west of the Missouri River, the 
traffic of which is controlled by them. These lines reach 
territory in Nebraska with the Union Pacific, which is the 
Iowa Association’s Nebraska line. The Burlington, through 
the Burlington & Missouri River, and the Northwestern, 
through the Sioux City & Pacific (the latter toa less extent), 
compete with the Union Pacific in that territory and secure 
all the business they can to go by their lines via Plattsmouth 
or Blair, which is not included in the pool. Besides, 
as the pool at present stands, they receive at Omaha 
as much as the other lines of what they cannot divert 
from the Union Pacific by their competition, so that 
they may cut rates to keep traffic away from Omaha 
and the Association, and, besides, receive an equal 
share of the remainder that goes by way of Omaha. It is 
claimed by the St. Paul that this condition is unfair and 
burdensome, and should be corrected, and that what is 
known as the “eight-point pool,” of eight junction points in 
Nebraska, is an admission of the correctness of its claim, 
although the eight-point pool is not comprehensive enough 
to remedy the evil. In regard to the charge of cutting 
rates on business from Racine, the facts are in the hands of 
the arbitrators, and are claimed to fully justify the action of 
the St. Paul road. As to the general charges that have been 
made, the St. Paul denies them. It bas never been tried, or 
convicted, or fined for cutting rates, which it claims to be a 
position not occupied by some of its accusers. 








Some of the Causes of Unsatisfactory Results in the 
Painting of Railway Cars. 


[Paper read at the Convention of the Master Car Painters’ Asso- 
ciation in Baltimore, by A. J. Bishop, Master Car Painter of the 
Cleveland, Columbus, Cincinnati & Indianapolis Railway.| 
In opening this subject I wish to invite a free and open dis- 
cussion on any of the pointstaken. The first thing that a 
railroad usually does is to build brick or stone machine and 
car shops, and then put up an old shed for a paint shop. 
Now, the material that is used in the machine and car shops 
is largely wood and iron, and the expansion and contraction 
is so little that really these materials could be used in almost 
any atmosphere. But when it comes to the painter, he is 
given a shop generally devoid of the three greatest require- 
ments necessary to a perfect paint shop, which are light, heat 
and ventilation. The materials the painter has to deal with 
are very sensitive and are subject to atmospheric and other 
changes. Paint will not dry properly in a dark shop, and 
will dry unevenly in a damp shop. In cases where the 
tracks run lengthwise of the shop, and there are windows 
on the sides and not skylight enough to give the same light 
between the cars, cracking will most surely occur on the 
dark side if the car is brought up in the same time, as the 
paint on the dark side will not be thoroughly dry. Sol 
consider light one of the greatest essentials of a good 
paint shop. Heat is also a great factor in the drying of 
paint, and I consider steam-heating the safest method, 
with the coils of pipe running around the sides of the shop, 
as then a uniform temperature can be maintained. Where 
stoves are used you can never secure a uniform heat, and 
they frequently generate gas which will produce many 
deviltries both in paint and varnish. This, of course, occurs 
more frequently in a poorly ventilated shop. Hence good 
ventilation is also very important, and without it no perfect 
job can be produced, as it is not practical to ventilate by 
the windows, There is only one way, and that is to obtain 
ventilation through the roof. There should also be ven- 
tilation under the floors of the paint shop. Where the floors 
are solid there is a great amount of dampness, which is very 
injurious to paint and varnish. I can’t help but feel that 
the want of proper light, heat and ventilation are the prime 
causes of much of the trouble experienced in the paint 
shop, and this conviction forces itself on me more strongly 
on account of what is demanded from the paint shop at the 
present time. I refer to the material shortening of the 
time now given to paint a car. While many parties 
still use boiled oil in car painting, I cannot but think 
it is a great mistake, and believe it is the cause many 
times of the paint cracking and blistering. I deem boiled 
oil the correct thing for outside oil painting, but where a 
color is to be protected by varnish I think raw oil should be 
used, and very little of that, and if you desire to hasten its 
drying, use a good coach Japan. Referring to the causes of 
cracking, the simplest illustration is the mud-hole. The 
cracks in a mud-hole are caused by the portion underneath 
drying slower than the outside, hence the rule that the 
undercoats in painting should be made to dry quicker than 
the outer coats. and whenever this rule is violated cracking 
will surely occur. This applies to varnish as well as to 
color coats. 








Giving the Length of Cars. 


The Wabash is painting the length on the outside of 
os cars, an improvement that Master Mechanic Kobler, 
of Toledo, is credited with originating. It will prove a great 





assistance to shippers and agents.— Toledo Commercial 
gram. 
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The Bismarck Bridge of the Northern Pacific 


Railroad. 





IL 
(CONTINUED FROM PAGE 785.) 


The bridge proper consists of three. through spans,each meas- 
uring 400 ft. between ceutresof end pins, and two approach 
spans each 113 ft., as shown by the profile, fig. 5, and the 
perspective view, published last week. It is a _ bigh 
bridge, the bottom chord «f the three main spans being 
placed 50 ft. above the level of the highest summer flood, 
thus giving head room to pass steamboats at all navigable 
stages of the river. The bead room above the extreme bigh 


water of 1881 1s 42 ft., but this water was an exceptional | 
result of an ice gorge which necessarily put a stop to all | 


navigation. Practicaily, the bridge gives 4 ft more head 
room than many of the bridges on the lower river. 

The variable channel and the high bluff on the east side 
were alone sufficient reasons for adopting the high bridge 
plan in preference to a low bridge with a draw. The violent 
action of the ice and the excessive height of the ice floods 
was, however, the controlling element in the selection of the 
high bridge plan. To secure safcty a low bridge would 
have had to be placed at least 30 ft. above the highest 
water of navigation and the pivot pier and draw pro- 
tection would have had to be constructed in an unusually 


Me it 








river below the protection of the dyke, and rests on a 
foundation of 160 piles, which were driven with a Nasmyth 
steam hammer. 

Ground was first broken atthe bridge site on May 12, 
1881, when the smal! excavation was made for the east 
abutment. 
for the foundation of pier 1 was begun, though little was 
done here until July. 


pier I was resumed in earnest. Although close to the river 
this excavation was carned down throuzh the hard stratified 
clay without the aid of a pump, the only water found iu the 
pit being.a strongly alkaline spring water, which evidently 





had no connection with the Missouri River, ard which was 
easily kept out by occasional bailing. The first concrete in 
this foundation was put in Sept. 6, 1881, and on Oct. 1 the 
concrete filling was finished. The laying of masonry wes 
begun Oct. 4, and the pier completed Nov. 20, 1881. 


THE CAISSONS 


on which piers II. and III. are founded are built of pine 
timber, and are shown by figs. 8,9, 10 and 11, sheathed 
with two thicknesses of 3-in. oak plank. They measure 74 
ft. long by 26 ft. wide, by 17 ft. high on the outside. The 
lower portion of the caisson forms a working chamber 7 ft. 
high, with flat roof and inclined sides. The upper portion of 





the caisson is a crib-work of timber filled throughout with 
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solid and substantial manner. The high bridge plan seemed 
to be not only the most economical but really the only safe 
solution of the problem. 

With the exception of some thin strata of soft sandstone 
of irregular thickness and extent, no rock is found in posi- 
tion in this part of Dakota. The entire country is underlaid 
with a very hard stratified clay, the depth of which has not 
been ascertained. Borings proved this clay to be at least 


100 ft. thick on the line of the bridge, and a hole intended’ 


for an artesian well bas since been sunk within the Bismarck 
city limits to a depth oi over 1,300 ft. in the clay. This 
clay, however, is in many respects more like a rock than a 
clay; small specimens tested for compression have sustained 
au weight of over 300 pounds per square inch without crush- 
ing, and wheu they gave way yielded like rock, and showed 
no tendency to bulge out at the sides, Water has little or 
no effect upon t. is clay,even where the current is extremely 
strong, but when expos d to the dry air the clay slacks rap- 
idly and crumbles to pieces. 

The east end of the east approach span is supported by a 
small abutment of granite masoury founded on the natural 
ground of the bluff. The west end of the west approach 
span is supported by an iron bent resting on two Cushing 
Sd which are supported by piles driven into the sand 


r. 

The three long spans are supported on four granite piers. 

Pier I, the easterly pier, rests on a concrete foun tation, 
the base of which is 20 ft. below ordinary low water and 16 
ft. below the estimated extreme low water due toice gorges. 

Piers II and III, which are in the chunnel of the river, are 
founded ou pneumatic caisons suvk into the underlying clay 
to a depth of about 50 ft. below ordinary low water, and 10 
ft. below the surface of the clay. 

Pier IV is situated on the sand bar on the west side of the 
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| was obtained, the caisson having an average penetration of 
| 10 ft. into theclay. On Nov. 13 the work of filling the 
| working chamber was begun and on Nov. 16 the entire 
| working chamber, air lock and sbafts baving been filled with 
| concrete, the foundation was completed. On Jan. 10, 18&2, 


On the following day the excavation of the pit | the masonry of this pier was done. 


| 
} 
} 
| 


The caisson for pier IIL. was launched Oct, 21 1881, and 
| the concrete filling begun on the 26th Air pressure was 


July 15, 1881, the excavation for the foundation of | put on Nov. 24. using the machivery which bad been re- 


lieved from work at pier II. On Dec. 16 clay was struck, 
and on Jan. 17, 1882. the founctation was completed. The 
| laying of masonry was interrupted by tue spring flocd and 
| —— completed until June 3, this pier being the last one 
nl-ped, 

| The air lock used, figs. 12, 13 and 14, was of peculiar con- 
| struction, designed especially for this work. I. consisted of 
| two semi-circular chambers, each having adiameter of 6 ft., 
| separated by two spaces each 3 ft. square ; one of these in- 
| termediate spaces connected with the shaft descending into 
| the caisson and the other with the shaft which led up 
| through the masonry to the air above; each of the semi-cir- 

cular chambers had doors opening into both of the inter- 

mediate spaces; it was, in fact, a double air lock, each cham- 
| ber forming an entirely independent lock by itself, but using 

the same shafts for access to the air locks and from the air 

locks to the caisson. The air lock was placed on the top of 
| the caisson and built into the lower courses of the masonry ; 
!in this position it was absolutely protected from injury by 
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METHOD OF SINKING CAISSONS, BISMARCK BRIDGE. 


Portland cement concrete. 
ft., board measure, of timber, and 82,000 pounds of iron, 
besides nearly 500 cubic yards of concrete, 

The caissons were built on shore, launched and towed in 
to position. After the caisson had been placed, the concrete 
above the working chamber was put in, the air locks put in 
position, and air pumped into the working chamber, which 
was thus converted into a great diving-bell, until the water 
was expelled. A force of men was then put to work in the 
working chamber, who excavated the sand, which was car- 
ried off in columns of water, and the caisson was forced 
down gradually by its own weight as the excavation pro- 
ceeded. The masonry was laid on the roof of the caisson 


masoury being always kept above water. 
masonry on a sinking foundation was a source of serious 
perplexity to the masons, who were greatly troubled when 


their stone, one man making the brilliant discovery that the 
level must not be used, but that everything must be set with 
the plumb. 


necessary to drop the caisson a quarter of a mile down 
stream and tow it up against the current. This towin 
performed by the transfer steamer Northern Pacific No. 1, 
under the directionol Capt. R. F. Wolfolk, and was prob- 
ably the hardest service which this boat will ever be called 
upon to undergo. The towing of a large and heavy caisson, 
drawing 5 ft. of water, taxed the boat to the utmost capa- 
city. On Aug. 12 thecaisson was correctly placed in posi- 
tion, and on the 20th air pressure was puton. On Sept. 1 
the laying of masonry was begu' 

caisson grounded on the clay. On Nov. 9 the final depth 





Each caisson contained 133,000 


and continued as the sinking progressed, the top of the | pj 
This laying of 


they found they could no longer make use of a jevel to set 


The caisson for pier IT. was launched Aug. 6,1881. A sand 
bar had formed in front of the launching ways, and it was 


was 


o, and on Sept. 29 the 


the mass of masonry in which it was buried, and also ata 
safe distance above the working chamber. 

When the work was completed the shell of the lock was 
left below in the masonry, the doors and all fitting, 


being removed. ’ ea 
The excavation at the site of pier IV. was begun Sept. 15, 
ile driving was begun Nov. 


1881, but carried on slowly. 

26, aad completed Dec. 27. Tbe laying of masonry was 
begun in January, 1882, and the pier was finished May 12. 
The quantities of masonry in the Bismarck Bridge are as 
follows : 








Masonry. Concrete. Total. 
East Abu’t. ... 70cu. yds. 23 cu. yds. 93 cu. yds 
OP Boe. cocess 952 = 779 - 1,73 os 
Pier IT wi 847 = 3.552 oe 
Pier IIf 860“ 3513 
Pier IV * — >? 1st 
Totals... .2..+- 7,470 cu. yds. 2,773 cu. yds. 10,243 cu. yds 


There have been used in the masonry of the Bismarck 
Bridge more than 7,900 barrels of imported Portland cement 
and over 3,000 barrels of American cement. Nearly all 
the concrete was made with Portiand cement, which wes 
also used for the face s-one of the masonry and for the back- 
ing in very cold weather. 

The use of Portland cement mortar, salted whenever 
necessary, combined with the mildness of the winter, ren- 
dered it possible to lay masonry with little interruption 
through the whole season. J 

A large portion of the masonry of piers II. and III. was 
laid with a derrick boat which is shown in fig. 24. This 
derrick boat was designed by Mr. Thomas Saulpaugh, one of 
thecontractors. It consisted simply of a large scow on 
which was erected a timber bent which was stayed in both 
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directions. In front of this bent was placed an ordinary | the permanent bridge to the old track on the low bottom | When experience has shown just what is required, an inex- 


boom derrick of precisely the same class used on land, | 
which was guyed tothe bent by a pair of timbers reaching 
from thetop of the mast to each end of the cap. 


ICE PROTECTION, 


The Bismarck Bridge is the first bridge which has been built 
across that portion of the Missouri River which is subject to 
ice gorges, and the question has been raised as to the 
effect of the bridge on the movement of ice. 

The piers are of unusual size, with long raking ice-break- 
ers shod with steel. One of them, Pier III, is shown by 
figs. 15,16 and 17. They are at once of such a shape as to 
cut readily the largest sheets of ice with whose movement 





land between the river ard Mandan. This approach has a 
grade of 1 per cent. (52.8 ft. per mile), descending 
westward. 


roach is built across the space reclaimed from the 
issouri River by the action of the dyke, which 
is now a sand-bar already covered with a _ fair 


growth of willows. This part of the approach consists of 
a timber trestle, the maximum height of which is about 60 
ft. This trestle spans the main steamboat channel of 1880, 
which is now a willow swamp. To protect this trestle from 
destruction by ice, another large embankment is now being 
built on the upstream side of the trestle which will be fin- 
ished 6 ft. higher than the great flood of March 30, 1881. 


nsive bridge can be built, if found necessary, across this 
ow bottom land and the track raised above the danger of 


The eastern 1,500 feet of the west ap-| overflow. 


Next week we will give description and detailed illustra- 
tion of superstructure. 
(TO BE CONTINUED.) 








Accidents and Damages. 


The old adage that truth is stranger than fiction is often 


verified by railroad accidents in various sections of the 
the breaking up begins, and to afford the least possible ob-| The embankment will stop the flow of ice which may be | country. 


Wednesday the railroad reporter of this paper 
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struction tothe moving mass of broken ice which follows 
the first shove. Their stability far exceeds any foree which 
the ice can possibly exert. As to the effects upon the move- 
ments of the ice, experience only cau prove whether gorges 
will occur more frequently or less frequently at the bridge 
site than elsewhere. But since the contraction of the river 
bed has been accompanied by an increased depth of channel, 
it is not expected that gorges at the bridge will be much 
more frequent than elsewhere. 
APPROACHES TO THE BRIDGE. 

The east approach to the Bismarck Bridge leaves the old 
main line at Bismarck station, and is exactly 2 miles long. 
It differs in no esseutial respect from other portions of the 
Northern Pacific Railroad through this section of the coun- 
try, except that some heavy work and sharp curvature is 
encountered on the face of the bluffs adjoining the bridge. 

The west approach is 6,000 ft. long from the west end of 


AIR LOCK USED AT THE BISMARCK BRIDGE. 


carried over the top of the dyke. Itis designed ultimately 
to fill the timber trestle with earth, and the protection em- 
bankment is so Iccated that it will forma portion of the 
final filling. 

The remainder of the west approach consists of an earth 
embankment, having a maximum height of 43 ft., which 
runs out to nothing at the west end. 

ICE GORGES. 

Gorges are liable to occur atany point on this portion of the 
Missouri, and the effect of these gorges is to form a complete 
dam across the channel of the river. When such a dam is 
formed the only outlet for the discharge of the Missouri is 
over the frozen bottom land. The track across the low bot- 
tom land between Mandan and the river is 10 ft. below the 
bigh water of 1881, and this low bottom land is regarded as 
a safety-valve through which the discharge of the river can 


pass in case an ice gorge is formed at or near the bridge. 


inquired at the Solicitor’s office of the Wabash Railway Co. 
whether there was anything to be given to the press, when 
a gentleman sitting at a desk covered with law books and 
paper weights looked up from a document he was carefully 
perusing, and answered: ‘‘ Yes, I have a good item for you 
to-day, which, although slightly musty from age, has never 
appeared in print. They say that lawsuits are usually dry, 
yet the facts they develop are sometimes so strange that 
they appear almost unwortby of belief. I am now prepar- 
ing an answer ina suit brought by the administrator of a 
man who was killed in the queerest kind of a manner on the 
Wabash road last winter, near Kelly’s Station. The facts 
of the case are about as follows, according to the allegations 
set forth in the plaintiff’s petition: At Kelly’s Station the 
Wabash Co. had occasion to stretcha telegraph wire across 
their track. They placed it at the usual beight,where it re- 
mained for a long time undisturbed. Finally, one day a 
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freight train came humming along in the direction of the | L : 
station, which contained a freight car a foot higher than | for damages the railroad company sent their agent to him, 
the rest. Upon this freight car one of the tallest railroad | after the funerals of his wife and son had taken place, with 
brakemen in the United States happened to be standing, un- | the view of effecting a compromise. When theagent asked 
aware that his position, owing to the combined height of the grief-stricken gentleman, who was a German, what he 
himself and the car, was a perilous one. At length, when | would be willing to take in ready cash for the loss he had 
the tall car, with the tall man standing on its roof, whizzed | sustained he replied: ‘ Vell, I hartly can make out vat mine 


THE RAILROAD GAZETTE. 


Fearing the unhappy farmer would immediately bring suit | practice. The manner in which the tables were made up is 





under the wire, that obstacle was struck by the head of the 
astonished brakeman and torn from its insulators. The 
wire fell between two cars, by one of which it was dragged 
to a crossing, where a man named Bradley was busily 
engaged in trying to place a heavy log on a wagon. Some- 
how the wire entwined itself quickly about the man’s legs 
and pulled him under the whee of the train, by which he 
run over and killed almost instantly. The administra- | 
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frau, mine son and mine dupple deem vas vorthb.’ 

‘* * Well, what was your wife worth alone ?” 

‘* ‘She vasa breety goot hant on der farm and she vas any - 
how $200 worth to me.’ ; 

‘** Well, I will pay you $200 for your wife. What was, 
your son worth ? 

‘“** Ab, Jake vas a fine boy. He was anyhow worth dree 
huntret tollars.’ 
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tor of Bradley now asks the Wabash Co. to pay $10,000 
damages to the estate of the deceased for causing his death. 
The case is certainly a legal curiosity.” 


‘*That case,” spoke up another gentleman, who overheard 
the account published above, ‘‘reminds me of another rail- 
road accident which I heard of when out West some time 
ago. I think the accident occurred on the Kansas Southern 
Railway. Anyhow, it resulted in-the death of an old lady 
and her son and the loss of a fine double team. One day an 
old farmer, living several miles from the nearest railway 
station on the railroad, was expecting his son home from a 
long visit in Germany. The farmer had promised to be at 
the station with his spring wagon and double team to meet 
his son, but some unforeseen accident prevented him from 
redeeming his promise. In his place, however, his wife con- 
sented to undertake the journey. She arrived at the 
station safely, but as she was returning to the 


farm in company with her son a train struck the 
team at a railroad crossing, killing her and_ her 
son and the horses instantly, and demolishin 


the wagon so completely thatitcould scarcely be recognized. 
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Fig. 17. 


MASONRY OF PIER Ill, BISMARCK BRIDGE. 


* ¢ All right ; you shall have $300 for Jake. What do you 
claim for your horses ?” 
‘“*Dem horses! Vell, now, it vas awful tifticult to brice 


|dem two budies. Dey vas vorth dwice so much as Jake, 
mine boy. and Catarina, mine frau, und der sbring vagon, 
all dogedder. For dem horses you must bay me twelf hun- 
dret tollar.’ 

‘*The suit was compremised, but not until the claim-agent 
attempted to raise the damages on the loss of the farmer’s 
wife and lower them on the horses, forthe sake of decency.” 
St. Louis Republican. 








Uniformity in Signals. 





We recently published (in the number for Nov. 2 last, 
page 717) the report of the Committee on Signals, as sub- 
mitted to the General Time Convention. This report was 
accompanied by several tables containing a summary of the 
information which the Committee had collected, and which 
are of much interest as showing the diversities of present 





High Water of March 30!" 1881 


----4 Assuined High Water 1636 


| explained by the following extracts from the report : 


In the consideration of the question (of the adoption of 
uniform signals) your Committee arrived at the conclusion 
that there were certain fundamental principles governing 
the formation and use of signals which should never be lost 
sight of, viz.: 

First. Hand and lamp signals should be as nearly as pos- 
sible like the motions a person uniostructed would give to 
convey the same meaning. 

Second. All signals should be so plain as to make it impos- 
sible to misunderstand or confuse them. 

Third. As far as possible no signal should be made to con- 
vey more than one meaning. 
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Fourth. Signals should be exhibited in the location which 
will make them the most plainly visible, and for the longest 
time to those for whose information they are displayed. 

In ascertaining the relation which the above principles 
bear to common practice, your Committee decided that the 
time and labor that would be required to ni are statistics 
showing the practice of all the roads in the United States 
would be so great as to render it impracticable ; and, there- 
fore, taking into consideration the train mileage and equip- 
ment, 25 roads were selected (except for whistle signals) 
representing nearly 50 per cent. of the total train mile 
of the United States, 33 per cent. of the equipment, and 
per cent. of the track mileage; and in making our recom- 
mendations we have endeavored to reconcile them with the 
practice, as shown by these statistics, and our own view of 
what is consistent with the principles we have assumed to 
be correct. 

In considering whistle signals the Committee have been 
enabled to use much more extensive statistics than in the 
other class of siznals, by reason of the oy 3 full table pee 
lished with the September edition of the Official Railway 
Guide for the year 188i. 
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We give herewith the SES of the Committee’s 
tables, showing (for all except the whistle signals) tbe prac- 
tice of the 25 roads selected. The tables give the various 
signals used, the number of roads using each signal, their 
total train mileage and the proportion which it bears to the 
total train mileage of the 25 roads. In preparing the table of 
whistle signals statements from 76 roads were used, instead 
of those from the 25 lines used for the otber classes of sig- 


nals : 
RECAPITULATION. 






































No. of Train mile- Per 
LAMP AND HAND SIGNALS. roads. age,1882. cent 
Go Ahead, : 
Raised and lowered vertically..... ..... 13 103,450,585 49 
Swung over the head............ ......5. 10 71,099,069 34 
ee A ea here  e 35,100,197 17 
: 209,559,851 100 

Back Up 
Swung iss a a err ee 103,450,585 49 
* across the track 41,441,085 20 
ere 64,668,151 31 
200,559,851 100 

Stop. 

Swung across the track........... ...... 19 168,118,766 80 
* up and down....... ... eeccccese 6 41,441.085 20 
209,550,851 100 

/rain Parted, 

Swung in a circle across the track....... 14 142,857,591 68 
TG NEE ok oh 6 66 +.banensecde beak ossoQhee 11 66,702,260 32 
209,559,851 100 

COLOR SIGNALS, 

Sa ayety. 

Waa nthe ape ei gedeecdeseas code 19 183,254,100 87 
Not “i ss va Bt ieee cide os vecedseencanene 6 26,305,751 13 
209,559.851 100 

apie 

PORE ee ot ee eee 25 209,559,851 100 

‘Cention. 

tet ie adéetidneréwnes lidar. +0 cee 7 92,699,251 45 
Blue (blue and white one road)....... a 46,931,675 23 
I Binks asacccccccecss scone ee ‘ 27,675,002 13 
Red with white centre................0008 1 4,063,541 2 
POU hao gb04 60560 sth db evecs eres cae 8 38,190,402 17 
209,559,851 100 
Traffic St 
Green and white combined............... 3 58,874,677 26 
Whack ene (5+ pb66s Ores deceans co qeensen 4 11,719,930 06 
SEER aR ee rates: 272 2 23'326,733 11 
Gc ocaces ab ieuanodin® -Bcvewscn skies 2 10,718,513 5 
BMG TAG. 0 vcsecvcecscecses & veccnses oo 1 2,269,530 1 
RS ia dagnth daerds se 8,373, 070 % 
FRE NONs docs bag snag bin cseevencecmabatas 12 99,277,422 
209,559,851 
Markers. 
Cooksey nie Midas bedsishc esas eee 53,874,677 
Red . eee 1 7,757,067 
on ‘freight trains only. $e6he6 6. chigibe ae 12 79,248,663 
Geetha Wee ocacéos: tpmteens 1 5,605,370 
NGG BIPCE i. iv cteccccscccceccses comienes 9 63,674,074 
209,559,851 100 

Trae . Following with Same Rights as Train Carrying the Sig- 

naa, 

Green on engine oven snes &0enecguietn aeeds 4 70,255,675 34 
ee. SEL PS eee 20 = 130,951,135 62 
yO! and caboose............ 1 8,373,048 4 
: 209,559,851 100 

Train following which is Irreguiar 
WME... .vsccksss sacs icqncss cs aeeeerees 8 53.569,048 25 
RRS... vane todas voneksxtdinga teen: 1 7,757,067 4 
GROOM. .scess ceccccncccccrescuiplanntace’ss 5. —_> 2 
OC MIEN: ciccccctancvce ccacgeeemanase 15 142,785,466 79 

209,559,851 100 
wn n carrying the Signals Irregular. 

BAUD. os kaecedanceceeus cxtheeeeeee ens. 560,200 33 
pte vexed 35,403,194 7 
Not given 105,596,457 50 

209,559,851 100 

Work Trains, 

RR aro or tee Re a 65,990,670 31 
BD. cacacec aches ccantttepphetexths (ageccs 1 6,726,824 3 
CGE soi ch acntent ies sea Sahih nw a keas 5 28,676,370 14 
WE MPO. civ ccsectaers Gatohavesuachoons 15 108,165,987 52 
209,559,851 100 

Car Inspectors 
AD. cawecs sceeesatceee nr bsaecevetesees 5 89,474 033 2 
BEE ci s.anond. wkd 600d OSes ense abhedasaacs 3 22,148,801 10 
NOE BEVOR. 000. cnc rccnccceses! Secscvccccces 17 97,937,016 48 

209,559,851 100 

Rear ne. 

Red wae Vere seen ieetecé papece ae 206,253,867 99 
Not given. MRGESARARE AUBERT RLS euke san naeed 1 3,305,984 1 
209,559,851 100 

Telegraph Orders. 

DO ova (404 Uae R salons. Licedubetoedsceukes 15° 339,497 72 
GORE. caccrctvee - 32,486.315 16 
MOMNOU i 5a sca cannnateestans sae 24,734,039 12 

209,559,851 100}. 
FUSEE. 
Ws sin ss c6 dnc ales Mkeeawedsheseealnns sce + 73,747,737 35 
PO Micade aks Sdachetdgane Sa Secs dares 21 15,812,114 65 
209,559,851 100 
SEMAPHORE 
WN sce nateks ~ cenkaedcnesenws<cexcdess 8 91,224,299 44 
PN ans ste mabe ic nr kedeeascinsénencs 7 118,335,552 56 
209 559,851 100 

Stop 

ghicedsbabaetecedmattve (6<cenkactbeuae aes 8 91,544,289 44 
OB IR iis vctinsccaae 0 Abees senrccss 17 —s: 118,015,562 5 

209,559,851 100 

Caution. 

+6 juntin bake bs ches enebd ques txce eset specs 3 55,849,199 27 
noi aaa 1 hal Oh dat 22 163'7101652 73 
209,559,851 100 

Safety 
i dowldae athe: GUL is bas Cabheldetahrmekekee: . 6 80,333,549 38 
Nat WOO gba ei iNcine dhecéi dbubesse ws lv 129,226,302 62 

209,559,851 100 
TORPEDOES. 

Danger 
ORB cnxsn, t4sdbea nas ome Ruacae bk eGs tabee 16 —-:170,579,543 81 
po, Speckcheneon SeLas Aedhoeekes’ 3 18,580,263 9 
TREO. 005.20 Maced cishcese vas! Shee 3 11,699,697 6 
Not used:...... edb eee’ a) able eshedenves 3 700,346 4 

209,559,851 100 

Caution 
COR ccs: antes x ia. Keele ae eh iso Gaie.' Oh 6 38,091,950 18 
po IAS Has ST ate peach wand 7 85,932,861 41 
Not used.... ..... Pegeahweked hs teed wens 12 85,535,040 41 

209,559,851 100 





SIGNALS BY BELL CORD. 





Start. 

One.... Re | 

Two ~ on 

MN NOS Soviet ca npeeac ch «voles 3 
Stop imme ee. 

WR 12 

Ra 12 

dbs ivecbdies acdacteces dusts scan ree 1 
Stop at next station. 

SUED cevesitecdseschacesvoascie ces 1 

Pe eRe ad Be T Ts o's ena a caudaeaee ta 4 

RD Roc tth bese & eeabadcatimenwe 15 
Back. 

Three... aipkee a tay See 

Not defined............. ssneaee ean 
Callin fagman. . 

Two. PabeKet iucciraee Rice. tee kode 4 

Not defined. AEP EAS pio nie ache ate gn a 
Reduce oo. 

Three:..!.... b Guten. Seoedadin eee OMe 

POE is Angee Gibiashadsch-cnceva<ceueah <i 

Not defined......... me, 


Train parted. 
One. a 6 


Beek saees Ss thonst rene amckankt Hpensess o 


SIGNALS BY WHISTLE. 


Mn 























1 
CE as cc oa chs awecicahoashaaeen 59 
Call in Flagman 76 
Pabiewudale eos ou adn nwiah aduness . 46 
4 peewee gene den kits nidshea ea od 5 
RET Tiietbadgnes Kdbvened ese se eeuens 4 
“SE as le ree a oe 
on ccc ccc nccccccccs 12 
_ timate? TCC 3 
f meee . Laj aks veaecene 1 
SNE Picci cacrad, G? Mputecswaweet 4 
76 
Call for Switchman 
» 
+? | 
2 
2 
1 
Not defined... gicaasdceagids \ambies 48 
76 
seein attention to signals carrred. 
Ed PAR: “i eae Bik od 1 
Bat Se ataada das phos rate WANs ME REOL o OES 3 
pi Rebeka Peer 18 
e 00000 - 
SMa dae Raid selena wee deen 2 
: one ies 3 
a 33 
76 
Answer to previous. 
PF eat etniaead TORO ehaneee 7 
balled 2 
Fe Ps ae! (nadeeaascaukeuaticteaeen 1 
BL esas eademInatghsnewn oak we. odea 1 
PP Ae ebnedee sakes (ba. ah. web aee 3 
ROMMNS Mixcubheay aren enew caneavediauwa 1 
Bias ste baersenngs civenkea cain teen 2 
Not defined.. <xameaen . 60 
76 
dlarm os cattle. 
Pah vke aa cw ek wa mene 38 
Not defined eek Crea sie 38 
76 
Trai parted 
ie: ae : 
5 ABR ORS eae 
2 EER De ee a 5 
RN ae <i ssie: ane mnactht: o6eebicunhior 1 
ee cee 1 
hd ere et eee ee ee 4 
eases oh aebe dD. Wele Kew eS' ciao 3 
Not defined. at Ree errr 58 
76 
Answer to any signal 
as ae See eae ede ee cere edecctabine 1 
Perea dt kSE li catvraen hick udeteepxapeee 4 
i ectbe acd dy sa iehee situs os uments oes 1 
Fat he Swen ceg neh Ube. bs), ches banabaners 1 
eis acaiace ed Vehin 7 
ere yer Ca ra 1 
Not Not defined. idenSwes ads etwas eeeenee *. 61 
76 
Railroad crossings 
aR) 1 A SE 
POU NOE vss. dd destas scaess arene 7 
76 
Response to engine gong 
ieeue Heal acvered caves esse avmev rks duaad es 1 
DS Misi nn: sh ctl abesed. dR aRae Om 14 
Pw isch Gh ab one. wide chek: ee? eda 1 
eo g 1 
Mah Gata 55s: « ssaidas-veioceorstp 59 
76 


106,168,288 
87,244,855 
16,146,708 


209,559,851 


111,167,649 
88,374,605 
7,757,067 


209,559,851 





2,269,530 
28,956,077 
65,990,670 
112,343,578 





209, 559, 851 
204,623,883 
4,935,968 





209,559,851 
85,090, 670 





209,559,851 


13,750,826 
70,530,990 
125,278,035 


200,559,851 
78,683,685 
130,876,166 


209,559,851 


No. roads Train mile- 
using. 


23,140,820 
337,496,167 

23,140,820 
245,461,967 

68,893.38 


893! 











337,496,167 
337,496,167 


33,498,116 
40,730,193 
44,464,793 
3,705,204 
764,065 
94,437,366 
40,457,585 
14.065,423 
65,373,420 


337. 496,167» 


2,845,062 
4 1 





2,480,099 
16, yoy OF 34 





216: 824, 185 ) 


337,496,167 
167,045,638 
7,339,577 
25,808,410 
666,018 
99,300,971 
9,489,332 
2,406,973 
25,347,248 


337,496,167 
118,612, 878 





208) 026; 172 


337,496,167 


80,047,727 

11,481,296 

19, 146,732 

51,082,410 

21,437,328 

18,114,203 
3.8 





337,496,167 


62,955,769 
3,567,577 
16,185,034 
11,481.296 
5,724,216 
3,374,180 
2.728.898 
231,479,197 


337,496,167 
168,150,611 





337, 496, 167 


3,305.984 
21,599,271 
2/269/530 
28,1228,870 
1,980,446 
8,373,046 
24,272,551 
58,874,777 
193,501,692 


337,496,167 


13,541,889 
28,368,867 
337,828 
1.305,285 
53,793, 180 
3,511,161 
236,637,947 


337,496, 167 


4,245,084 
3,817,963 
329,433,120 


337 496,167 
8,373,046 
76,728,101 
342,828 

1 096,967 
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2 760,22 0.2 
SI 3B 12.018'940 3.2 
oes 2 8,872,786 2.6 
69 315,845,008 94.0 
76 ~~ 387.498,167 100.0 
a! 1 0.1 
7 055.8 18.8 
Tl a 19%:1§/008 035 
1 6.726.824 1.9 
166 © 254.254.853 78.7 
76 387,486,167 100.0 
1 6,626,661 1.9 

4 28368867 8. 
1  27-775.964 8.2 
70 274,724,675 81.5 
76 337,496,167 100.0 
2 10,576,473 31 
2 4.146.544 1] 

i 2381.070 0.7 
71 320,393,080 95.1 
76 337,496,167 100.0 
1 1,349,855 0.3 
ita 1 1.666.903 04 
74 334,479,409 99.3 
76 337,496,167 100.0 
2 13,681,296 4.0 
74 «©323'814'871 96.0 
76 337,496,167 100.0 
41 234,907,821 69.8 
1 443.783 0.1 
1 56@.876 0.1 
i 1,096,987 0.3 
32 100,480,711 29.7 
76 337,496,167 1C¢.0 
sates 1 5,414,237 L6 
75 332,081,930 98.4 
76 337,496,167 100.0 

al 

ae 1 6.753.310 2.0 
75 380,742,857 98.0 
76 327,496,167 100.0 
es asads 2 3,202,246 0.9 
74 334 3.921 99.1 
76 327,496,167 100.0 
ae 1 1,666,903 C.4 
ite: 1 2'381,070 0.7 
74: 323)448194 98.9 
76 387,496,167 100.0 
pice ee dl 666.018 0.2 
oe ae 73 ©—-336,730149 99.8 
76 337,496,167 100.0 


Hard to Kill. 


Last Saturday evening, as the train for Charlotte left Ra- 
leigh in charge of Capt. George Waitt. 
tered an obstruction on the track near Carey in the form of a 
Engineer Bill Blakeney did not see the darkey 
till within 20 feet of him, and when the engine struck bim 
he went up in the air and came down some distance in front. 
It was thought that the corpse ought to be picked up and laid 
in the baggage car, and the train was quickly stopped. The 
trainmen got out to bunt for the body, 
darkey standing by a cedar bush, scratching his bead, just a 
little bewildered, but solid as a dollar. 
tinue his tramp and eee proceeded on its way.—Char- 

ov. 20, 


the engine encoun- 


but found the 


He was left to con- 
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ANNUAL REPORTS. 


the annual reports of railroad 


companies which have been reviewed in previous numbers 
of the present volume of the Railroad Gazette : 


Alabama Great Southern 
Allegheny Valley.... 
Alliance, Niles & As 
Ashtabula & Pittsburgh 
Atchison, Topeka & Santa F 
Atlanta & West Point.. 
Atlantic & Pacific 
ugusta & Knoxville.. 
Baltimore & Ohio...... 
Baltimore & Potomac.. 
Rangor & ae eek 
Boston & Alban 
Boston, Barre & "Gardner. 
Boston, Concord & Montreal.. 
Boston & Lowell 
Boston & Providence 73 
Boston, Rev. Beach & Lynn.100, 755 
Bur Cedar Rapids & No....... 262 
Camden & Atlantic.............. z 
Canada Southern..........,. 
Canadian Government Roads. 213 
Central Branch 221 
















Central}, of Georgia paseensuknsts 
CORATRS BOWE: onc coe scccccece 396 
Central, of New Jersey......... 3 
Central Pacific............. 
Charlotte, Col. & Augusta 
Chesapeake & Ohio........ 138 = 
ee eee "330" 
Chicago & Alton ...... 123, 142 2 
Chicago, Bur. & Quincy. 4. 196, 240 
Chicago & Eastern Il}........ 207 


Chi., Min. & St. Paul.73, 167 
Chi. & Northwestern... 
Chi., Rock Island & Pacifi 
Chi.. St. P., Minn. & Omaha 
Chi. ‘& West Mic higan.. 
Cincinnati & ae yO 
Cincinnati, Ham. & . 463 
Cin., Ind., St. Louis Rt 653 
Cincinnati, N. O. & Tex. Faas ‘30; 8u5 
Cleve., Col., Cin. & Ind....181, 183 
Cleveiand & Pittsburgh... .99, 495 
Columbia & Greenville. ..... 59 
Columbus, Hocking Vy. & Tol. 205 > 
Concord 
Conn. & Passumpsic Rivers... "1605 
Connecticut River....... .105, = 
Cumberland Vallev 
Danbury & Norwalk 






263, 265 
542 





772 

Delaware & Hudson Canal.100, 18 
. Leased Lines . .407 

asses 362 
36: 


Delaware, Lacka. & Western.. 
Del., Lac. & W. 

Des Moines & Fort Dodge 
Denver & Rio Grande... 
Detroit, Lansing & No. 
MOMCOTMs 0 once -cccc cesses 






3. Tenn & Ga.... 
srie & Pittsburgh re Oreo Tye 
uropean & North American.. 7 
vansville & Terre Haute...... 750 











a 
pone | es & Indiana. 
Gra 59, 220, tos 


at 
356 ge ge & Readin 







Meadvilie.. 
Memphis & Chariesto 
Mexican National. . 
Mexican Railway. . 36% 
Michigan Centra 274, 280 
Milwaukee, Lake Shore & West.395 
Missouri, Kansas & Texas...... 231 
Missouri! Pacific 
Mobile & Girard.. 
Mobi e & Ohio 





Montpelier & — River. 36 
SRORTES & TOAST... ...rccccscccvcces 0 
Nash., C hastenooge & St. L....629 
Natchez, Jackson & Col........ 196 
New Brunswick........... . HE 





New Castle & Beaver Vy 4 
New Haven & Northampton.. q 









New London Northern......... "138 
N. Y. Cen. & Hudson River ....7. 8 
N. Y. & Greenwood Lake .....478 
N. Y » Lame Erie& Western. ...7? 
N. Y., New Haven & Hartford. 22 
i me # ’ Ontario & Western. . oeeane 197 
1 * "Penn. & Ohio,.... .. . 214 
1 A "Susquehanna & Wi eabaee ore 
Norfolk Ee WERGOER, . .ccveseccce 18( 
Northern Central ........ 123 
Northern (New Hampshire). “1840 
Northern Pacific __..........0.0. 636 
Northwestern Ohio. 95 


Norwich & Worcester. 


Ohio & Mississip 
Old Colony 
Oregon = A 
Oregon Ry. & Nav igation 
Oregon & Transcont. Co. 
Pacific Mail Steamship Co. 
| RS Cee 
Pennsylvania Company.. 
Pennsylvania & N. Y 
Pennsylvania Railroad... .150, 154 
Peoria, Decatur & Evansville.652 


eae eed 22 

Itimore........ 39 

Pittsburgh tin & St. Lonis....312 
Pitts., Ft. wares < & -- . 340, 495 
Pittsbu ke Erie. oe 


Portlan & Ogdensburg. . 
Portland & Rochester. .. 
Port Royai & Augusta.... 
Providence & Worcester ....... 
Pullman’s Palace Car Co... 

Rochester & Pittsburgh. 
Rutland 





St. gocene & Western .......... 477 
St. L., Alton Rterre } Haute ...651 
St. i BOMEGD 5s Sisins. codcinsl 652 


Louis, iron Mt. & So 7, 

. Louis & San Francisco 197 
St. L., Vandalia = Terre Haute.246 
. Paul & Duluth ............... 

. Paul, Vinn.& Manitoba 510. 
Savannah, Florida & West..... 





630 
312 
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Winona & St. P....723 












Green Bay Sioux City & Pacific............ 213 
Gulf, Col. & Santa Fa. ...:..: $ South Carolina 
Hannibal & St. Joseph ......... 163 Southern Pacific 
Hanover Junc., Han. & Gettysb.355 Sullivan County .. 
Hartford & Conn. Western..... 7 § 1B ccccceccrssesece 
ID 6ks.one eiscovesenee 196 Terre Haute & Indianapolis.... 
Houston & Texas Central ....... 89 Texas & 231 
Huntingdon & Broad Top -+ss0121 Toledo, Ann Arbor & Gd. Trk..510 
Utnois Central........ 167, 180, 182 Union Pacific... --164 
ndiana, Bloom. & Western. ..463 Utah Cen 
ndianapolis & Vincennes.... .485 Valley, of Ohio 
nternational & Great No...... Vermont Valley 
Jeffersonville, Madison & Ind..4 Vic! ridi 
Kan. City, Ft. Seott & Gulf..... 707 Vi 
Kentucky Central....... ...... 24% Wabash, St. Louis & Pac 
Lake Erie & Western........... 750 Warren 
Lake Shore & Mich.so.278, 298, 306 Western R. R. Association...... 4 
OE ey 495 Western Union Telegraph......673 


Lehigh Coal & Navigation Co..138 
Lehigh Valley maid saeecadbetedel 
Little Rock & Ft. Smith . 
Long Island. . > 7 
Louisville & Nashville 510, 651, 671 
Muine Central............. e . 21 
Manchester & Lawrence 


Manhattan........0.psce000 


\ 

West Jersey. ......0.....--+.05+ 568 
73 West Va. Central & Pittsburgh.213 
..278 Wilmington & Northern..... . 568 

Wisconsin Central............. 629 

V BODEN. 0. .oscsccccce - 
Worcester & Nashua... eves 
395 York & Peachbottom...... .... 














Eastern. 





This company’s report is for the year ending Sept. 30, 
1883, at the close of which the road worked was as follows: 


Miles 
es ere a 41,45 
eS a a ree ie ee a re 16.08 
Portland, Saco & Portsmouth, leased....... . 50.76 

Total main lin2, Boston to Portland. ... .108.29 
Portsmcuth, Great Falls & Conway, leased....... + 72.36 
Eleven branches owned............. ...... 76.87 


Four branches leased. 


TE <P c4 duis bond onueetedennenepnie smnitentet taeantitaiee 284.95 

The only change reported in an increase of 1.49 miles in 
the length of the Portsmouth, Great Falls & Conway 
Branch. There are 38.15 miles of second track and 95.39 
miles of sidings, making 418.49 miles of track in all, of 
which 187.09 miles are laid with steel. 

The equipment consists of 106 locomotives and 2 spare 
tenders; 171 passenger, | parlor and 44 baggage, mail and 
express cars; 2 refrigerator, 2 milk, 1,126 box, 999 flat and 
32 caboose cars; 1 directors’ car and 128 road or service 
cars. 

The general balance sheet, condensed, is as follows : 

ON aed Sa seine ccetonsanadeheiaskeee. ate lerenke 
Funded debt ............ ai ip aearvia Gnesi ier oer 
RG INI ois: aisiee'cdpsdorawitnbdneddtecciacbsad 
Notas payable and current balances 


Total 


$4,997,600 00 

13,627,220 .62 

684,300.00 

660,158.60 

Soja kind meen pa eis aie aaeeod bes -.-. $19,949,379 .22 
° 28 






Road and equipment........ $8,877,332. 

Real estate, stocks and bonds 1,356,780 .27 
pT a ree 319,656 O08 
Bills, accounts and balances.. 274,415.24 
OS NS ee rE ce ire Pi 248,530.63 
POC NE BOR os casnandacgeneane 8,892,664 .72 


—— -— $19,960,379 .22 

‘There were no changes of importance during the year. 

The funded debt consists of $194,400 Essex bonds; $10,- 
362,000 gold certificates of indebtedness; $3,070,274.85 
(£630,000) sterling certificates of indebtedness and $645.77 
scrip. The interest on this debt is now 6 per cent. 

The large debit balance of profit and loss represents the 
doubtiul assets, stocks, etc., the depreciation of property 
and other items charged off at the time of the readjustment 
of the company’s affairs. The stocks of leased lines owned 
are included in this account. 

The traffic for the year was as follows: 





Train-muiles: 1882-83. 1881-82. Ine. or Dec. P.c. 
Passenger.......... 1,544,570 1,296,988 lL. 4 DB82 3.7 
Oss acess os> 729,172 718,809 =I. 10263 614 
Service and switch. 598,227 557,396 1. 40.831 7.3 

RNs kissin iasae 2,671,969 °.573,193 1. 98,77 3.9 
Passenger car miles 5,858,490 5,628,735 1. 229,755 4.1 
Freight car miles... 14,225,511 13,483,603 I 731,908 5.4 
Passengers carried. 7,257,296 6,604,087 LL 653,209 9.9 
Passenger-miles ...100,003,605 93.87 .712 I. 6,131,893 6.5 
Tons freightcarried 1,368,332 1,257.699 I. 110,633 8.7 
TOMBEEEES 5505-6 v0.0: 75,641,226 68,479,129 I. 7,162,097 10.5 

Av. train load: 

Passengers, No..... 74 7” © 2 2.8 
Freight, tons....... 104 9% ML. 9 9.5 

Av. rate: 

Per passenger-mile 1.822 cts. 1.881 cts. D. 0.059 et. 3.1 
Per ton-mile. . eae” 2.035 * D. 0.112 * 5.5 


The average earnings per revenue train-mile were $1.73; 
expenses, $1.12; net earnings, $0.61, against $0.55 in the 
preceding year. 

Of the passenger-miles 16.1 per cent., and of the ton-miles 
87.5 per cent. were of business to and trom other roads. The 
average passenger journey was 13.78 miles; the average 
freight haul, 55.28 miles. 

The rate per passenger-mile for season-ticket passengers 
was 0.792 cent; for other local passengers 2.349 cents, and 
for foreign passengers 1.478 cents. The rate per ton-mile 
was — cents on local freight and 1.116 cents on foreign 
freight. 

The earnings for the year were as follows: 

















1882-83. 1881-82. Inc. or Dec. P.c. 
Passenger dep’t...$1,959,576  $1,903.857 — I. $55,719 2.9 
Freight dep’t.... 1,454,878 1,393,696 I 61,182 44 
Miscellaneous..... 170,052 105,525 I. 64,527 61.2 
OTE onsis cnmns ‘ $3,403,078 I. $181,428 5.3 
Expenses.... ..... 2,292,968 a 17,862 0.8 
Net earnings....$1,273,676 $1,110.110 I. $163,566 14.7 
Grossearn.permile 12,579 12,005 =i. 574 4.8 
ee PB 4,470 3.916 I. 554 14.2 
Per cent. of exps.. 64.47 67.38 OD. 291 .. 


Taxes are included in expenses; they amounted to $71,110 
last year. 

Included in expenses are the cost of all renewals, the 
amounts paid for new equipment and for reduction of car 
trust. The renewals of track included 1,324 tons steel rails, 
409 tons iron rails and 125,982 new ties. 

Both gross and net earnings are the largest ever reported 
for this road. The increase in gross earnings has been con- 
tinuous since 1877; the gain in net earnings has been steady 
since 1876, with the exception of 1882, when there was a 
very small decrease from 1881. 

The income and profit and loss accounts were as follows : 








Net earnings for the year ....... scc..sccscocsccccecs $1,273,675.60 
INI == 05.0 nc doo 5: orale: caleie a eae lait $857,686.16 
Ee Voce biodatanssecdieste « ohabe 218,330.00 

—— 1,076,016.16 

Dorian Lor te POOP iis in cies dake eisesciiie $197,659.44 

Old accounts transferred.........ccccccsscccccesccccce 417.53 

NNR 5:1 ap. 6 50 a cebeh hacks: media: catia domi $198,076.97 
Old claims and accounts... ........... 3,088.73 
Profit and loss balance, Oct. 1, 1882..... 9,087 ,652.96 

———-——-- 9,090.741.69 

Debit balance Sept, 30, 1883........... ........ $8,892,564.72 


iixpenditures from surplus earnings for land, construction 
and new signals were 67,331.60, leaving the actual cash 
surplus $130,327.84 for the year. 

The President’s report says: ‘Greatly needed improve- 


40 | tions. 


‘the mortgage of the Eastern Railroad 
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satisfactory to the patrons of the road. 

‘* No serious accidents have occurred: and the officers and 
employés have worked together, loyally and earnestly, to 
bring good results from the business of the year. 

“Our interest account is now at its highest point; and we 


346 | are glad to chronicle that it has been met without difficulty, 


notwithstending extraordinary expenditures in maintain- 
ing the value of the property. 

“*The experience of the bas demonstrated the fact 
that the road can easily 


ear 
ion its fixed charges from its 
present revenue. 


* Roqetieuene between this company 
Maine Railroad Co, for a lease of the property of this road 
to the Boston & Maine resulted in an t therefor, 
which has been ratified by the stockholders of both corpora- 

Pending a suit which has been bréught to test cer- 
tain questions arising therefrom, this leasé has not been 
—_ Meanwhile the road continues to be operated as 

ore.” 


and the Boston & 





Boston & Maine. 





This company owns a line from Boston to Portland, Me., 
115.50 miles, with four short branches, 11 miles in all, mak- 
ing 126.50 miles owned. It leases the Ne ryport road, 
26.98 miles ; the Danvers road, 9.26 miles ; Lowell & 
Andover, 8.50 miles ; the West Amesbury Branch, 4.50 
miles ; the Kennebunkport road, 4.50 miles, and the Dover 
& Winnipiseogee, 29 miles, making 82.74 miles leased, and 
209.24 miles owned and leased. The Methuen Branch 
(owned), 3.75 miles, is leased to the Manchester & Lawrence 
Company, leaving 205.49 miles worked. Most of the 
leased lines are practically owned by the company. The 
50th annual report is for the year ending Sept. 30 last. 

The only addition to the road worked last year was the 
Kennebunkport road, leased as noted below. 

The equipment consists of 89 locomotives ; 145 passenger, 
3 parlor and 35 ba and mail cars ; 1,904 merchandise 
cars and 231 graveland other cars. 

The general account, condensed, is as follows : 
Stock (received from sale of 70,000 shares)....... onen 204 - 


NG Ds 50a te van babhoed ch vecks 2dbh oeesiveess 500, 

I ED ip oe cto eden ese secvencttaxses 500,000 .00 
Accounts and balances .......... .......0005 eee 226,260.72 
DM ah ansbaddachsors viv senebexnaavied 1,636,202.14 


Was sie ansknices +00, 0500) 2ecgenaeeedee 


$12.783,737 .38 


Road and equipment ............ $10,820,960. 
Leased lines, improvements, ete. _1,187,299.73 
OS eee err 281,894. 
Bills and accounts receivable.... 224,421.46 
WIE cance cn ac cesnesvibauessees bans 269,160.97 


_ 12,783,737 .38 
The funded debt consists of 7 per cent. plain bonds, of 
— $1,500,000 will be due in 1893 and $2,000,000 in 
1894. 
The traffic for the year was as follows : 














Train miles : 1882-83. 1881-82. Inc, or Dee. Pc. 
Passenger......... 1,176,851 1,120,107 L 56.744 51 
SETS 529,011 511,283 I. 17,728 3.5 
___ EARS 322,873 314,209 si. " 2.7 

ee 2,028,735 1,945,599 =L 83,136 43 
Passengers car- 

ee 488,756 5,984,000 I. 504,756 8.4 
Passenger-miles ..85,216,481 $1,641,541 l. 3,574,940 4.4 
Tons freight car- 

Uae s0ssranace 904,966 I. 41.940 4.6 
Ton-miles 48,736,777 44,882,304 1. 3,854,383 86 

Av. train load : 

Passengers, No. . 72 73 D. 1 1.4 
Freight, tons . 92 a OL 4 45 

The average rate per passenger-mile last year was 1,97 
cents, and the average rate per ton-mile was 2.24 cents. 

The earnings for the year were as follows: 

1882-83. 1881-82. Inc. or Dec. P.c. 
Passengers..... .. .. $1.679,603 $1,593,117 I. $86,486 5. 
Freight ............... 1,134,872 1,079,425 L. 55,447 5.2 
Mail and express...... 101,469 95,784 1. 5,685 5.9 
TROMEB, GRE. o.000.00502 202. 73,486 $2,404 D. 6918 8.4 

BR snixkccteces oxen $2,991,430 $2,850,730 1. $140,700 4.9 
Expenses ........... 1,964,384 1,861,281 I. 103,103 5.6 

Net earnings......... $1,027,046 $989,449 I. $37,597 3.8 
Gross earn. per mile... 14,211 14,'83 I. 28 0.2 
Net “* * a 4,879 4.923 D. 44 0.9 
Per cent. of expenses. 65.67 65.29 I. 0.38 =. 


Expenses include the taxes paid, which amounted to $115,- 
264 last year. They also include all renewals of track and 
equipment. 

The income account was as follows : 


Net earnings as above $1,027 ,046.27 


Improvement account.. ........-.-.... $106,376.73 
Rental of leased lines... ......-. sokmone 88,296.87 
Tnterest OG BONES... ..2.....sccercces. 245,000.00 
Dividends, 8 per cent.... .. ........... 560,000.00 


999,673.60 


$27,372.67 

This surplus has been placed to the credit of improvement 
account, for extension of second track, etc. 

During the year 2,355 tons of steel rails and 102,063 new 
ties were used in renewals, and 966 tons of steel rails and 
26,309 ties were used in laying second track. 

Improvements during the year included the construction 
of 5 miles of second track on the main line and 514 miles on 
the Lowell & Andover Branch; filling in the trestle over 
the Scarboro marshes; a new freight track in Lowell: over 
two miles of new sidings: four iron bridges and one 
wooden bridge to replace old ones,and a number of new 
buildings. 

The equipment was increased by 6 locomotives, 1 com- 
bivation and 13 passenger cars and 175 freight cars, bought 
or built in the shops. 

The old machine shops on Charles River were burned 
down, causing a loss of 60,000, half covered by insurance. 
Temporary buildings have been put up, but it is intended to 
build new shops in a more convenient location. . : 

The report says: ‘A lease of the Eastern Ruilroad to this 
company upon terms agreed upon by your difectors and 
those of the Eastern Railroad Co. was ratified by both cor- 
porations at meetings held on March 28, 1883, to take effect 
when duly authorized by the laws of New Hampshire. 
Such authority was obtained at the session of the Legisla- 
ture of that state held last summer. ‘ 

‘* Meantime on May 1, one of the trustees appointed under 
Co. presented to the 
Supreme Judicial Court of Massachusetts a bill in equity 





Balance, surplus forthe year. .. ...... ..... 


~ 5 | praying the Court to enjoin that company from executing 


tbe lease, substantially on the ground that it does not pro- 
vide for the sinking fund established under that mortgage 
for the benefit of the holders of the certificates of indebted- 
ness secured by it. The remaining trustees have refused to 
join in the bill as plaintiffs. 

‘* The existence of this suit has hitherto delayed the exe- 
ecution of the lease, and the suit is still pending. 

**The Boston & Maine Railroad is not a party to it, and 
at a preliminary hearing the Court has decided that it need 


ments have been made in the stations and station grounds; 
598 | 20d it is believed that the train service has been generally 
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not be summoned in as such, but has directed notice of the 
pendency of the suit to issue to all the holders of the certifi- 
cates of indebtedness of the Eastern Railroad. The term of 
this notice will expire in January next. There appears to 
be no reason why the argument of all questions mooted in 
the case should not be had before the full Court in the com- 
ing March. 

- pastes the past year a road has been built from Kenne- 
bunk to Ken. ebunkport, a distance of 414 miles, under a 
lease to us for 99 years, from May 15, 1883, at 414 percent. 
on a cost of $65,000. 

“The road was opened to the public June 18, 1883, and 
has done a good business the t summer. It has opened 
up a fine sea-coast, and will, we think, in time much increase 
our pleasure travel.” 





New York & New England. 


This company works a main line from Boston to the Hud 
son River opposite Newburg, N. Y., 228.56 miles, of which 
11.02 miles are leased from the Newburg, Dutchess & Con- 
necticut Co. It owns branches from Providence, R. I., to 
Willimantic, Conn., 58.50 miles; to Woonsocket, 28.41 
miles, and five shorter branches, 22 02 miles in all. It leases 
branches from Franklin, Mass.. to Valley Falls, R. L, 13.60 
miles; Vernon, Conn., to Kockville, 4.40 miles, and East 
Hartford, Conn., to Springfield, Mass., with branch, 26,90 
miles. This isu total of 4326.47 miles owned and 65.5% 
leased, 391.99 milesin all. It also leases the Norwich & 
Worcester road, 66.40 miles, but its earnings are not in- 
cluded in the report, which is for the year ending Sept. 30. 

During the year 1.25 miles uf the Dedham Branch were 
taken up, and the section of the Woonsocket Division from 
Brookline to Ccok street, Newton, 5.30 miles, was sold to the 
Boston & Albany. 

The equipment consists of 145 locomotives; 144 passenger, 
1 parlor and 6 baggage, mailand express cars; 1,472 box, 
8 stock, 448 flat, 1,416 coal, 340 dump and 77 caboose cars; 
1 directors’ car and 16 miscellaneous cars. Of these 13 
passenger, 6 baggage, 300 box, 1,172 coal and 39 caboose 
cars are held under car trusts. 

The general account is as follows, condensed: 





ee ee re ere 
Berdell bonds convertible into stock................ 863,000.00 
ce Sscenee. scageped aes. caqegnbenien $20 000,000.00 
Vun@ed G60t...:°°. .....- bs Sethe 12,381 ,000. 
Indebtedness on land purchases........ ........0055 1,411,532.00 
Notes, accounts and balances..........0 ............ 1,862,332 
EE oon s scx sds rabsres wid srensdncdub ie 69, 
fas aseeed tare pancien st deemed aieeaiel $35,824,267.20 
Road and equipment ... .......... $34,146,052.35 
COREP DOGGIE oc cscccces cccsesec ; 226,378.55 
Ratti” Fas: axncncnvecenbndee 487,076.44 
Accounts and balances........ .... 604,490.62 
Due from second-mortgage trustee 
for construc. Om... ...........c0008- 240.509.64 
Company’s stock held ............. 46,000.00 
GD cakuviuvasebewes. + <2-sseashuee 73,759.60 
———_——-—— $45, 824.267.20 


The funded debt consists of #6,000,000 first-mortgage 7 
per cent. bonds, $4,000,000 first-mortgage 6 per cent. bonds 
and $2,381,000 second-mortgage 6 per cent. bonds. 

The land indebtedness is secured by liens on the real estate 
and consists of $125,000 note due for amy of Drake’s 
wharf: $300,000 due the Boston & Albany Co. for South 
Boston flats land. and $986.532 due the state of Massachu- 
setts for the South Boston flats purchase. 

Otber property as given above includes the transfer 
steamer ‘** Wm. T. Hart” and one-half interest in the New 
England Transfer Co. 

The traffic for the year was as follows : 


Train miles: 1882-83 1881-82. Inc. or Dee. P. c. 
Te 1,277,075 297,838 D. 20,763 1.6 
Freight.... 1,279.937 926,074 I. 352,863 38.2 
aie skcsncane $2,932 55,529 I. 27,403 49.3 
, 2,639,944 2,279,441 IL. 360,503 15.8 
Locomotive miles.. 4,616,041 2,971,954 L 544,087 21.6 
Pass. car-miles..... 4,542,129 4,746,532 D. 204,403 4.3 
Freight car-miles.. 22,992,573 16,894,622 I. 6,097,951 36.1 
Passengers carried. 4.470.331 4,526,082 D. 65,751 1.5 
Passenger-miies.... 53,815,074 55,853,672 D. 2,038,598 3.7 
Tons ft. carried.... 1,801,360 1,522,374 IL. 278,986 18.3 
Ton-miles....  ....153,213,010 103,668,653 I. 49,544,357 48.0 
Av. train load - 
Passengers, No.... 42 43 D. 1 23 
Freight, tons...... 120 lw L 8 7.1 


The ton-miles given above are of paying freight only ; 
durivg the year 156,000 tons of company’s freight and 
materials were carried 10,85%,365 miles. 

The average omy journey was 12.03 miles; the 
average freight haul 85.05 miles. 

Locomotive service cost 32.45 cents per mile run last 
year, an increase of 4.79 cents, or 17.3 per cent. 

The decrease in passenger traffic was due partly to the 
sale of part of the Woonsocket Division, and partly to the 
stoppage of the through trains between Boston and Wash- 
ington for several months. ~ 

The earnings and expenses per train-mile, and per unit of 
traffic, were as follows in cents: 








Per train-mile: 1882-83. 1881-82. Inc. or Dec. P.¢. 
Passenger trains....... .. 103.000 000 D. 1.000 09 
Freight trains............. 175.400 207.200 D. 31.800 15.3 
Average, all trains. ...... 139.500 147.000 D. 7.500 5.3 
Expenges............ -... 117.800 106.100 I. 11.700 11.0 

Net earnings....... ..... 21.700 40.900 D. 19.200 46.9 
Per passenger-mile: 
NE Laks chee tar os ntal 2.060 2.080 D. 0.030 14 
a 1.690 1.680 I. 0.310 1845 
Net earnings............. 0.070 0.410 D. 0.340 82.9 
Per ton-mile: 
SS SRE ee 1.380 1.772 D. 0,392 22.6 
PND an she ncercences 1.266 1372 D. 0.106 7.7 
Net earnings.......... .. 0.114 0.400° D 0.286 71.4 


The average receipt per ton-mile last year was 2.641 
cents on local and 0.773 cent on through freight, against 
2.866 and 0.742 cent in the preceding year, showing a de- 
crease of 7.9 per cent. in the local rate, and an increase of 
4.2 per cent. in the through rate. ber nes os freight made 
up 67.5 per cent. of the revenue ton-miles last year, against 
51.5 per cent. in the preceding —. 

The average passenger train last year was 3.55 cars ; the 
average freight train 17.96 cars. 

The earnings of the road for the year were as follows: 








1882-83. 1881-82. Inc. or Dec. P.c. 

ING, ; bin 660 c00% 0000 -$2,114,524 $1,837,890 I. $276,634 15.1 
Passengers.... .......- 1,112,641 1,171,623 D. 58, 5.0 
Stine snncenhn eee 48,898 D. 2,430 5.0 
saoaeaeionel deliens 102,677 87,476 I. 15,201 17.4 
Miscellaneous.... 192,343 122,923 I. 69,420 56.5 
re re $3,568,653 $3,268,810 I. $299,843 9.2 
Expenses ........ ... 3,013,616 2.359.616 I. 654,000 27.7 
Netearnivogs.. .. .. $555,037 $909,194 D. $354,157 39.0 
Gross earn. per mile.. 9,284 8,599 I. 685 8.0 
Net Xs tiene 1,444 2.392 D. 948 39.5 
Per cent, of exps...... 84.57 72.25 I. 12.32 eve 





The increase in expenses was partly due to the increas 
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RAILROAD EARNINGS IN OCTOBER. 
— vs SSS = = 
MILEAGE EARNINGS. | EARNINGS PER MILE. 
| 
NAME oF Roan. oat l | i 7 | | TET 
1883. | 1882. | Inc. |Dec. P. c.|| 1883, 1882. | Ine. Dec. |P, c.| 1883,|1882.\Inc.|Dee.|P. c. 
j | | | | \ \ 
EASTERN | ROADS. 
| | | | | } | 
} $ $ $ $ 
Water)... ceediNe 284 284) .... |.....}.... || 990,178 322,700} 16,478)... t 
Grand Trank.ivis.3ie2. th 3 2,313. 2,321) 8} 0.3!}' 1,516,209) 1,463,662! 521547)...... . f 
Lows Island. . See eee S54) .. i fsaed | see. || 202,366) 195,495 os ee i 
Y.&N. England... ---| 380) 399).... | 346,240) 297, 030; 49,210)... .. 6 
pardnan Contral........0 +. i Pag eee ‘ace M 63,034|.... ... .0 
Pennsylvania®....... .... .. | 2,070) 1,980) "90°... “4:5 5,847; 4,660,053, 215.204).... ... . : ee | 
Phila. & Readingt ....... ..| 1,560' 1,000) 560..... 56.0|) 3,531,446 2, 229, 513)1, Bul, a 58.4 2) 26419 12/9: 20) 941.....| 1.5 
Rochester & Pitts.$.. .. ...! 125} 160}..... 135.2 84,417 868) 55,549)... .|192.2]| 287 931| 56) ....| 24.5 
West Jersey........ 2... 22. 188} 177) A)... 6.2 88,231 $3. 194 5,037) .. 6. 1) 469 470) ... 1) 0.2 
Total, 9 roads..... ... +4 wel 7%, 784 “6,962! “830. 8) .... || 11,574,172 9, 808,229 | il, 765,943 Ko. cpevatva 11.487 1,409; 78 ‘vm 
TONGA SO cM INO n5.59+0 00 | canteen] «s98 04d | S822)..... BM oes te x! | jc seccasa 1,765,043|.....,.. vio phil] Be Nea CY 
| | | | | | 
SOUTHERN ROADS. 
! 
Ala. Gt. Southern .......... | 112.147 88,714;  23,483)...., .. 26.3) 387 306) 81! ....)26.8 
Ches. & Ohio........ ......- } 362,767, 351,310 11,457)... 3.3]; 702; 680} 22).....| 3.3 
Eliz , Lex. & B.S......... | 68,091 58,289 9,802,..... ..| 16.8); 524 448) 76)...../16.8 
Cin., N.O. & Tex. P... ..| 260,673 240,384 20.289; .... ..| 84] 776) 7i5) Gt).....! &4 
ast Tenn., Va. & Ga | 453,912 386,216 67,606)...... 17.5|' 413 429 16 3.7 
Mem. & Charleston... ... 145,314| 120,763! 24,551!....... 2u.3'| 498 414) 84)... . 20.3 
Fla. Central & Western. ie 42,339 37,700 4,639!.... ...| 12.3}/ 181) 161) 20).....,12.3 
Fla. Transit & Pez...... .... | 47,186 36.385; 10,801)...... .| 30.0}, 194 150 44..... 30.0 
Ul. Central, Southern Div... 495,741 432,600 63.141).... ...| 14.6)| 858 748) 110 . 14.6 
Kentucky Central........ .. 80.687 67,126 13,561'... . ..| 20.3 420, 447. 18 4.0 
Louisville & Nash.. | 1,477,800, 1,2 32, 261,868|.... ...| 21.5)| 715} 600,115)... .| 19.2 
Mobile & Ohio............ «. | 250,313 17,361; 6.5)) 474! 507|....) 33 6.5 
Nash.. Chatta, & St. sa ee 201.320 a 392| 0.2'! 363! 374. 11) “2 
Norfolk & Western.. eee] 331,854 59,536)... ...| 22.0 660! 636) 24'..... 3.8 
Rich. & Danville....... | 429,834 8,068]. .. .. 1.9}| 568) 4557) 11).....| 1.9 
Char., Col. & Aug.... ..... 98,205 + ee 920) 0.9), 286) 303) .. ‘17 5.6 
Col. & Greenville eee 86,247 os seve} 27,008, 24.2), 201) 384)....) 93) 24.2 
Virginia Midland......... 176,167) 9,150'.... ...| 5.5]| 500) 474) 26)..... 5.5 
\ | 2 ee 44,006 17,109) ... ...| 63.4]! 282] 142] 80).. ..' 63.4 
Shenandoah Valley. 93,683 31,963;.... .. | 51.5,| 376) 257'119).....' 46.0 
South yy ¥ 146.294, 165,087...... .... 18,793! 11.4, 592, 679)....| 87/12.8 
Vicks. & Meri 65,102 50.907 i ae 27.6! 458) 361) 97) . . 27.6 
Vicks., Aen & "Pacifics. 28,104 26,749 Raa 5.1|| 386] 866) 19)... .) 5.1 
Total, 23roads... ..... al 10,205 9,814 ~ 391) «vel eee. |} 5,497,786, 4,910,147 652,614 65,025'.... .|| 538} 500 Re ee 
Total ING. OF GEC.....0.. sfrecesecsleces 391). MUL dances 3.2) toe cues SB7,560) ..... ..{ 19.0,) ..00 | .00+ | SDf...| 78 
CENTRAL GROUP. 
Chi. & Eastern » 5 Esaki RiEee a a Fee 144,958, 176,305).... .....| 31,3847, 17.8)| 575 ; 
Chi. & Gd. Trunk....... ... $35) SSB) 200 |revee 257,990| 212,888 - 45,102!..... .. 21.2|| 770 : 
Cin., Ind., St. L. & Chi... .. DO DORN sce 0 bebusationss 252,299) 246,443 5,856)........) 24]! 738} 721] 17).. ..) 2 
Cin., Wash. & Balt. ......... a aR) (ore: Ee 177,281 TBE DEG) 2055: ics 0s 4,044, 22|| 624) 638]... | 14) 2.2 
Cleve., Akron & AS ee 166; FEA) . cdwdsscce Ter 49,070 54,718 9,648, 10.3), 341) 380)....| 39) 10.3 
Connotton Vanes. ons. cc... 140; 106) 34!..... 32.1) 35,027 21,673; 13,354)....... 61.5), 250) 204! 46).. ..| 23.0 
Det., Lan. & No Se TEE! 226, 226 iis 169.778, 149,570 rl asisil 752] 662 90)...../13.5 
Ev. & Terre Haute.... . .. 146 3=:46 a, eR 61,833 72,153 10,320, 14.3 2: 94) 14.3 
Fiint & Pere Marq ..... ... ake eS en ee ge 257,779, 199.066 ce tat] See 9.5 
Ill. Central, Il. lines.... .... 928 919) Bids, 0.9 699,342 674.477 wa 3.7 2.8 
Ind., Bloom. & West..... .. 695 695 : 70,941, 269,047 ea 0.7 oT 
wake Erie & Western}....... 386} 386) .... | ies 132,336, 133,698 1,362* 1.0 ‘0 
Ohio Central ... ..... ....- 284) 232; 52 22.4 18. 199; 114,271 Seats 3.4 a 
Ohio Southern....... .....- 138 138 ie 42,155 40,603 38 , 3.8 
Peoria, Dec. & Ev..... ..... ac 00 Lene 66,227 58,862 12.5|| 261) 232) 29/....; 12.5 
St.L. ‘Alton & Terre Haute : | | | 
Main BE ncockes.ccge ae 195 195) .... | 128,003 162,993 34,990) 21.5 656 $36 \....| 180 21.5 
Belleville Line........ .... Ra wal 80,298 91,350 11,052) 12.2!| 664 755)....; 91/12.2 
St. L. & Caleo.... ccvee coe 162; 152 | 40,384 36,548 10.5|| 266) 240) 26)..... 10.5 
Tol., Cin. & St. L.f.. .......| 856) 850 | 128,000 92,441 38.6) 150) 168}]....| 1810.7 
Wabash, St. L.& P .. ..... 3,520, 3.425 1,712,830, 1,595,679 7.3 487) 466) 21)..... 5 
Total, 20 roads............ ls 9,745 9,249) 496 . 4,824,7% 731 4, 584,110 339,384 98,763 495, 496....) 1 A 
Total ine. or dec.... ...... ee eee i” gate ie °" | Rrcpeaaae ROTEL «255 =i BAZ) vee | vee [eee | 2] 08 
NORTHWESTERN ROADS 
Bur., Cedar Rap. & No.. .. 714 645 | POE 10.7 307,640 300,155 7,485).......| 1.5!) 431 465}... 34! 7.4 
Central Iowa............. 401, 290) 111 38.3 120,841; 108,464 22,377).... ...| 20.7|| 326) 374!....) 48)12.0 
fo FP eae : ee RD eae 864,539, 858,674 | ae 0.61,017,1,010] 7.. . 0.6 
Chi., Mil. & St. Paul...... | 4,612) 4,380) 232)..... 5.3!) 2,530,000) 2,250,974 279.026).... ...| 12.4)| 549! 514] 33... .) 6.8 
Chi. '& Northwestern........ 3,770, 3, 450) S20}... 9.3 | 2,789,400 2 601, 445 187,955 coe] ‘Geant eae 14) 1.8 
oR my OF UO ee » ¥a0) 1,040; 199) 18.3 an 548.852 i. eee 18.0 27 --| OB 
Des M. & Ft Dodge. . *108| IBS) oc: '|.0000 O71 45,595 1,976). .. ...| 5.6]| 272 . | 558 
Green Bay, W. & St. P CT SN oinnc bee baal eats rth NLS 39.001 7,114\.... .. | 18.21) 210 ‘.3} 382 
Hannibal & St. Jo....... ... ee ee oe ee ee ae 0.4 846 -| 0.4 
ill. Central, Iowa lines......; ee ls ee eee oa 202,383 204,603 1), 503 cus 6 1.1 
ee "H. & Ont. coreee| 103 97 Gj... 62 128,500, = 118,218 7 /1,247)/1,219) 28)..... 2.38 
Mil., L. S. & West.. soee-| 332) 285) 47 16.5 109,750 83,414 7\| 331 i Da 38).....|18.1 
Total, 12 roads.. ......... | 13,064 12,089! 975!..... f 8. 041, 938 7,385,! 589 ~ 848, 569) 2,520 616 612; 4. . pe 
Petal Mee GO. . ce cPevasesl. ce ctf DPB). ocd” BA. ccc ecee 646.3491. .....| S7il....| .. | 4|.....| 0.6 
| | | 
ROADS NORTHWEST OF ST. PAUL 
Canadian Pacific.... ....... 1,931; 985} 943)}..... 95.4\| 609,000' 301,000) 308,000).... ... 102.6 315, 505 
Northern Pacific.... ........ 2'365) 1,419} 946 -| 67. | 1,324,000! 829,831) 494,169).... ...; 59.6! 560) 585 
ee es eee | 220) 196] 1i4ij.....; 72 163,959; 146,023) 15,936).... ... 10.9 771) 745 
St. P., Minn. & Man......... ee 1,058) 20 292 275 | 916,882) 979,057)..... .... 62,175, 6.3!! 679) 925 
Total, 4 roads.... .... anita 3,011,841 2.25: 5B, 911; 818, 105 5} 62,175) .... 514. 616 “102 
Toth MGs SF GOO: 0.00 secs ccfcceessceheecsoce 2'195 fae as nO ewes es 755,930!.... ...| 33.5)| .... ie | 102! 16.6 
SOUTHWESTERN ROADS. 
Ft. Worth & Denver}....... RI see leeces — 44,700 28,100 16,600... ...; 59.3}, 403) 255) 151).....| 50,3 
Gulf, Col. & St. F.... ....... | 536 430 106. 22.3 263,436; 227.506} :35,030..... ...; 15.7]; 501) 529)... 28) 5.3 
Houston, E. & W. Tex...... 135 104 | Pere 29.8 37, pon 24,106 13,322 » oo-| SOI; B77; Bus) 45)..... 19.4 
Little Rock & Ft. Smith..... 173, «168 | pe 3.0 62,: 64,528 )..... 1,828 2.8 361 383... 22| 5.8 
Little R’k, Miss. R. & Tex... ee | eg ee wie 55, 307 39,687 15,520... ... 38.8|| 319) 229 90).....' 38.8 
Mo. Pacific lines.... ....... 5,987' 5,683 304)..... 5.3.| 3,781,947 3,475,950) 305,997)... 8.8|| 632) 612) 20)... .| 3.3 
t. L. & San Francisco...... 750) 660 90)..... 13.6 361,654 360,993 | ee 0.2} 482 547)... 65| 11.9 
Total, 7 roads..... OFF 7,804 7,328| 536)..... 4,606,872 4,220,670 388,050 1,828 ... 586 576) 10)..... ¥ 
Total INO OF COC. .... secccclece cosefoce 536 . 5 i hee Sa pis SOG. FUR) .6 22 -ce| Bi}... Te eA 1.8 
FAR WESTERN AND PACIFIC ROADS. 
| 
Atchison, Top. & 8. F ve | eee oa shin 1,361,582) 1,430,226)...... .. 68,644) 4.8|| 748) 786)....| 38) 4.8 
Southern Kansas re iy eee peer weee || 188,252, 150,774) 37,478.... ...] 24.8]| 473) 379] 94)...../24.8 
Central Pacific........ .... | 3,003] 3,319) .... | 116] 3.7|| 2,503,000, 2,424,520) 78,471. .....| 3.2) 833, 777) 56).....| 7.2 
Denver & Rio Grande§......| 1,667) 1,160) 507)..... 43.7)) 766,850, 630,500) 136,350. .. ...| 21.8 460, 544)....| 84/15.4 
aa A aes ee eee | i Se SS PRE | SL aS ay a ee 
Total, 4 FOROS. .... ccccces 6,888) 6,497 4 116| .... || 4,819,684 4,636,029 99 68,644) .... 700 714|....| 14 
Total ine. or dec.... .... ed Pi ane eee oi) BOR): aaa we OE pelt bie iia 183,655'.... ... Vs aged rey ORR ea Pe 
Grand total, 79 roads. .... onan 55, 600|5 5, 5,930) 124]... ||42,377,024 37,81 £10, 73u 4,864, 944 298, 6: 655 690, 680/ 10).....| .... 
Tatal ING. OF. GEC. <.ccacceleecscse, }5.806) feeds SNM Ta aashes vclavwa series i= 566,289 . ef BRB ces fiscce } WO).....) LS 
| ' 





* Includes al! Soke of — 25 Erie. 
t Includes New emey Central in 1883. 


train mileage, andto larger payments for station service 
and for rent of grounds and buildings. There was also a 
large increase in maintenance of way,owing to increased re- 
newals, Motive power expenses were increased by the fact 
that repairs had not been kept up properly, owing to lack 
of shop facilities, and also to the pressing demands on the 
locomotives, making it necessary to keep them inservice 





constantly. : 
During the year 4,262 tons of heavy steel rails were laid, 


$ Not in table of earnings for the ten months, 


§ Includes Utah lines. 


replacing 156 tons of iron and 4,106 tons of lighter steel. 
The light steel rails taken out of the main line were gener- 
ally used on the branches and leased lines where they are 
sufliciently heavy for the traffic. 

Other renewals include 174,897 new ties ; 514 linear feet 
of iron bridging, and extensive repairs to road-bed, bridges 
and buildings. 

The General Manager estimates that $280,028 of the 
expenses are fairly chargeable as extraordinary expenses, 
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beyond what would have been required to maintain the 
property in the same condition as it was a year ago. 
The income account is as follows: 











Net earnings, aS AbOVE .........05 cecssccecvoeene - $555,037.02 
Pe RE eS Or rents Peer ereet re er 3,204.93 
De ee i a ern nee Pye Oey $558,241.95 
Boston elevator, etc... ........-.5+ eee. .. $3,057.65 
Interest, first-mortgage bo nds ia semens each 66 0,030.00 
7 EE br erttil i? aden in Pecceed- saad x 788, 34 
real estate loans................ 5 oe 
car tiust certificates.. .... .... 3. f 
floating debt. Lessee (G4 7, 504, 09 
Rent OF DEO TOOGE oho ao oe ccs cees cis Sere 
Ne OE NINOS 53 vtsscncuse cos one 172,761.24 
—-———— 1,189,846.78 
talk Ger the PORE s6is iF. ak hich ‘ Sen 
Balance from previous year............. ..« ee 007.41 
SR TIOIE. DIG, BOs 55 x65 c508s séccnce ovsas $169, 402 58 58 


The increase in gross earnings last year was almost 
wholly in freight earnings, the passenger earnings falling 
off $29,689 on account of the sale of a portion of the Woon- 
socket Division, and $22,464 from the withdrawal of 
through passenger trains to Philadelphia, on account of re- 
pairs to the steamer *‘ Maryland,” for several months of the 
year. It will be remembered that a freight blockade oc- 
curred on the Eastern Division last year from August to the 
middle of December, resulting in delays and derangement 
of trainservice. This, and the diverson of business caused 
thereby, reduced materially the earnings of the road, both 
in passenger and freight departments, and was, the President 
thinks, the sole cause of all the troubles through which the 
road has gone since August, 1882, 

The failure of local business to increase was due in part to 
the dullness of trade and manufacturing throughout New 
England, but more particularly to the diversion of business 
from our lines by the blockade above referred to. 

The President's report says: “‘ The net earnings up to July 
amounted to only $288,314. Since that date they have 
materially increased, amounting in July to $64,079, in Aug- 
ust to $137,599 in Septembe r to $115,044, in October (esti- 
mated) $110,000, and it is believed that for the months of 
November and December they will reach $150,000, or a total 
of $576,723 for the half year ending Dec. 31, a sum which 
it will be perceived will be more than sufficient to pay 
fixed charges, including interest on the mortgage bonds due 
in January and February. The gross receipts since July 
show an average increase of about 10 per cent. over those of 
the corresponding period of last year,while the freight block- 
ade existed, and this was to be expected. The increase for 
October was at the rate of 16.5 per cent., and for Novem- 
ber, December, January and February ought to be still 
larger, as it was during those months of last year that the 
effect of the blockade was most seriously felt by this com- 
papy. 

IMPROVEMENTS OF ROAD. 

‘* There was expended for permanent improvements dur- 
ing the year $1,495,906, the principal items being those 
given below: Extension of double track, $744,241; new 
sidings, $273.048; equipment, $170,704; new buildings and 
additions, $99.819; improvements at South Boston, $89,888; 
new tools and machiner Yy, $22,292; coal trestles, $5.540. 
The double track to Hartford, with the exception of 1614 
miles between Air Line Junction and Vernon, upon which 
no work has been commenced, will be completed next July. 
Work upon the terminal grounds at South Bos- 
ton has been continued, and of 100 acres owned 
by the. road 88 are ready for use. The cost 
of these terminals so far has been $1,370,442, and in 
addition the company owes for them 1,286,582. The 
interest upon the above cost amounts to $128,000. The net 
revenue last year was $30,385, leaving a balance of $98,614 
against the terminals for the year. At Willimantic the 
company has gone forward, as required by the special law 
passed by the Legislature ot Connectic ut, and has erectel a 
c»mmodious uviov passenger station, at a cost to date of 
8,506.38. It was opened for the use of the public Nov. 19. 
‘he terminal grounds at Hopewell Junction and Fishkill- 
on-Hudson have been improved by filling and grading, and 
the laying of additional tracks, which are equal to the pres- 
ent demands of the company’s business, and can be added to 
without great expense, as may be found necessary. A pas- 
senger station has also been erected at the latter place at a 
cost of $5,418. At East Hartford about 20 acres of laud 
have been purchased, and tracks laid thereon, for the re- 
ceipt and delivery of trains to and from the New York, 
New Haven & Hartford Railroad, and the Eastern, West- 
ern and Springfield divisions of this road; a coating ‘station 
and turn-table have also been constructed at this point. 
These grounds and improvements are well adapted to the 
purposes for which they are intended, and are so arranged 
that they will me<«t the future requirements of the com- 
pany. The General Manager considers this the proper place 
for the general repair shops of the company, and recom- 
mends the immediate removal of the small car shops now in 
use at Hartford to this place, as a measureof economy. He 
also recommends the removal of the other Hartford shops, 
which are comparatively valueless, to this place early in 
the spring, and these recommendations are approved. 

LEASED LINES. 

‘* The Norwich & Worcester Railroad, which is leased to 
this company, earned, during the past year, $780,853. 
Its operating expenses and fixed charges amounted to $560, . 
866. The net earnings were, within $400, sufficient to 
pay the dividends guaranteed by this company. There has 
been laid during the past year on this division, 1,190 tons of 
steel rails, 36,139 cross ties, and 2.90 miles of sidings, at a 
cost of about $30,000, whicb, under the lease, bas been 
charged to operating expenses. The stockholders of the 
Norwich & Worcester road bave authorized its extension, 
at their expense, from Allyn’s Point to Groton, a distance 
of 7 miles, and when this is done the road will be still more 
valuable to your company, as a direct connection will be 
made with the New York boats, and the amount paid for 
running over the New London Northern road, between 
Norwich and New London, will be saved. The majority of 
the stock in the Norwich & New York T ransportation Co. is 
owned by the Norwich & Worcester Railroad Co., and, 
since the close of the fiscal year, a dividend of 6 per cent. 
upon its stock bas been declared. 

“The Rhode Island & Massachusetts Railroad, from 
Franklin to Valley Falls, which was leased in 1877, has not 
earned during the past vear the rental which this company 
had to pay therefor. This was owing to the delays occa- 
sioned by the blockade of last year, to the necessity for the 
renewal of its iron rails with steel, and to the fact that this 
company does not control the portion of the route between 
Valley Falls and Providence. Authority has been obtained 
from the Legislature of Rhode Island to extend the road by 
an independent line from Valley Falls to Providence, and 
to a connection with the main line of the road extending 
from Providence to Willimantic. When this is done, and 
the line is all laid with steel rails and double tracked from 
Franklin to Providence, if is belleved that it will be one of 
the best paying portions of the road controlled by this com- 

any 
. “The Connecticut Central Railroad, 27.5 miles, extend- 
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ing from East Hartford to Longmeadow, on the Massa- 
chusetts line, with a branch from Melrose to Rockville, is 
operated by this company under a lease. It did not earn its 
operating expenses last year, and as the interest on the 
bonds owned by this company, issued under a mortgage 
covering that property, bas not been paid for several years, 
the foreclosure of the mortgage should be considered. After 
it is all relaid with steel rails, your directors believe that it 
will prove a source of income, instead of a burden. The 
Springfield & New London Railroad, 7.27 miles in length, 
extending from Springfield to a sewed with the Con- 
necticut Central road at or near ngmeadow, has been 
leased for a period of five years from Jan. 1, 
1881, at $5,500 per year. It has no mortgage debt 
upon it, and a majority of the capital stock is owned 
by the city of Springfield. It should be bought or leased 
permanently. It would also be well to extend it to Chico- 
pee, Holyoke and South Hadley Falls, a distance of 10 miles, 
a practicable route for which can be obtained, and it would 
bring a large volume of New York business to the main line 
of your road. A copy of the proposed lease of the Rock- 
ville Railroad. which is a branch of four miles in length, ex- 
tending from Vernon, on the main line, to Rockville, one of 
the most thriving manufacturing towns of Connecticut, bas 
been sent to all of the stockholders, The result of the opera- 
tions of the road in the past has demonstrated that the 
road will earn the amount of rental named in the lease, and 
the ratification of the lease by the stockholders is recom- 
mended by the directors. 
FINANCIAL, 

“It has been deemed best to sell the transfer steamer 
‘W. 'T. Hart,’ used at the Newburgh transfer, to a company 
specially organized for that purpose, and papers for that 
purpose bave been prepared. It is proposed to make the 
capital stock of the transfer company equal to the actual 
cost of the steanier now in use, and the New York, Lake 
Erie & Western Railroad Co, has offered to take one half of 
the stock of the transfer company at par. The following 
from the general balance sheet is a correct statement of the 
assets and current liabilities of the company, Sept. 30, 
1888 : e 
$90,084 .22 
177,194.23 
283,642.37 
487,076.44 
265,995.95 


Assets. 
One-half interest in New England Transfer Co., cost 
Steamer °W. T. Hark’ C066 .0 cccse..cccece accessors 
Bonds and stock of Connecticut Central Co., cost... 
Supplies and materials on hand, cost.... .. ........ 
Due from agents... .......... Gas kdae ieee satunys 00% 


Due from companies and individuals.... ... .. .... 19,030.95 
Due from second mortgage trustees.... ......... . 240,509.64 
Capital stock in treasurer’s hands.......... ... .«.. 46.000.00 
GON as te i wah cdicacsasetparksdhcbie Gene Vanes hsnes 73,759 .60 

WO oi ier lise fedex Sohh.c Be. aecteaeee $1,963,302 .50 


Notes payable........ 
Overdue coupons. 
Accrued first and 






$438,018.99 
7,840.00 
188,810.00 


scond-mortgage interest 


















Unpaid vouchers. ........20.-cccee oe . 680,006 .46 
Unpaid pay-rolls ....... ......... 177,034.69 
Due companies and individuals................+.-- 64,906.60 
Eres Fy dlabebopcen béaetoeal $1,557,216.74 
Assets in excess ot current liabiiities..... ... .... 406,085.76 


“There are in the hands of the§second-mortgage trustees 
$2,619,000 par value of the company’s 6 per cent. second- 
mortgage bonds, the proceeds of which are available for 
the payment of the above amount due from the trustee, and 
for construction of second or double track, additions to 
terminal facilities, and for the purchase of rolling stock. 
Of this issue of bonds, $1,258,000 were advertised and sold 
Feb. 20 by the Finance Committee; $714,000 have been 
delivered and paid for up to date (Nov. 27, 1883). The 
proceeds have been expended in carrying on work of con- 
struction, to which they can be legally applied. 

“The sale of 5.3 miles of the Woonsocket division (be- 
tween Newton Highlands and Brookline) to the Boston & 
Albany Railroad Co., referred to in the last annual report, 
was consummated, and the property was transferred at 
noon on Feb. 18, 1883. This company realized from the 
sale $409,318 net, all of which was deposited with the Bos- 
ton Safe Deposit & Trust Co., and was paid out by it for 
extension of double track on vouchers opeeves by the 
proper officars, and on the certificate of the Chief Engineer 
that the amount stated thereon had actually been expended 
for double-track work and material. The rest of this divi- 
sion has been operated for the year at a loss of $27,446 
but it is believed that when it is relaid with steel rails it 
will prove to be a profitable feeder to the main line. 


PROPOSED LEASE, 


‘A lease of your road to the New York, Lake Erie & 
Western Railroad Co, has been under consideration, and 
the Hon. Hugh J. Jewett, President of that company, has 
submitted a proposition, which is in substance as follows: 
The New York, Lake Erie & Western Railroad Co. will 
lease, for the period of 99 years, the property of the New 
York & New England Railroad Co., and all the roads and 
transportation lines leased or controlled by it; the New 
York, Lake Erie & Western Railroad Co., to operate the 
leased roads so as to produce the most favorable results, to 
pay the cost of such operation, and to pay over to the New 
York & New England Railroad Co. ali the net earnings 
which may remain. If such net earnings should not in any 
one year equal the fixed charges of the New York & New 
England Railroad for that year, the New York, Lake Erie 
& Western Railroad Co. will advance from time to time the 
amount necessary to pay such fixed charges, such advances 
with interest to be charged against any future excess of net 
earnings which may remain after paying the fixed charges; 
this to continue until the New York & New England Railroad 
has been worked for one year for 65 per cent. of its gross 
receipts, from and after which time the New York, Lake 
Erie & Western Railroad Co. shall pay over to the New 
York & New England Railroad Co. 35 per cent. of such 
gross earniugs, out of which the latter company will be re- 
quired to pay all charges other than operating expenses. In 
view of the fact that the New York, Lake Erie & Western 
Railroad Co, controls a system of railroads extending from 
New York city to Cincinnati and Chicago, has the shortest 
possible line from the anthracite coal fields into New Eng- 
land, and when its line from Hawley to the Wyoming Valley 
shall have been completed—which will be early in the spring— 
it will also control, in connection with the Pennsylvania 
Railroad, the shortest line from the Clearfield bituminous 
coal-fields to New England, it is believed that with the nat- 
ural growth of our business it is fully within the power of that 
company to increase the gross receipts of your road to $5,000,- 
000 for the first year, and that with such earnings your road 
can be operated for 65 per cent., which would yield net 
earnings of $1,750,000, or enough to pay all fixed charges 
and 8 per cent. upon the capitalstock. Each year there- 
after the gross earnings may fairly be expected to be still 
larger, and consequently to yield larger dividends upon the 
capital stock. Your directors therefore recommend the 
favorable consideration of this proposition. They also 
recommend that the stockholders, at the ensuing annual 
meeting, shall express themselves by suitable vote in favor 
of the proposed lease, and instruct their directors to carry 
on the negotiations until they are successfully concluded. 



















































































RAILROAD EARNINGS, TEN MONTIIS ENDING OCTOBER 31. 


































































MILEAGE. | EARNINGS. EARNINGs PER MILE. 
Name oF Roan. | _ taal — = ————-—-— 
/1883. | 1882. Inc. |Dec. P.c.|| 1883. | 1882. Inc. Dec. |P. ¢. 1688. | 1882 inc. |Dec. [P.c. 
| | ° i 
EASTERN ROADS. 
| | | | | a = 
| $ See ae se 
Eastern............| 284) 4 .| 3,079,967 2,896,828 183,139 6.3 10,845 10,200 642) .... 6.8 
Grand Trunk |... 2,320| 2,246 14,494,253 13,532.58 L. 7.!| 6.248, 6.025 223 3.7 
Long Island... ..... 354| "346 2'355,614 2.152.082 203,532 94 6,54 6.220) 434 71 
N. Y.&N.England| 399) 396 3.082.108 2,850,930 231,178 8.1 7,725| 7.199! 526) |...) 73 
Northern Central..| 322) 322 5,142,885 4.783.487 _ 359,; 7.5 15,972)14,8°61,116 |...) 7.5 
Pennsylvania* .....| 2,059) 1,959 42°769(257 40,548,834) 2,220,42' 5.5 20:772 20.699 73) 2... 0.4 
Phila. & Readingt..| 1:280| ‘998 '347.640 17,782,478| 6,565,162 36.9 19,022 17/818 1,204) 6.8 
West Jersey ........ 186, 173 10715155, 998093, '103/062 10.6 5.759 5,558 ‘201 36 
——_— - ee ee 
Total 8 roads ....| 7,204) 6.624) 580 96,342,882' 85,515,319 10,827,563) ... ... | 18,37812,910 468)... .... 
Total ine, or dec.|....... Seskereh MAES) GEE epitteoe tl o<-b beeps 10,827,563) RD is én cnt bas ck 468) .... 3.6 
| | | 
SOUTHERN ROADS. 
Ala. Gt. Souchern..| 290! 290! ....|....! ....!| _ 845.063 663,887, 181,176 .........| 27.0|| 2.914| 2,280] 625... .lo7.0 
Ches, & Ohio....... 517, 476 4i| 8.6 | 3,242.053| 2,780,889 461,164) ..2.. 2. 16.6]! 6.271) 5,842] 429! |).'| 74 
Eliz., Lex. & B.S} 130° 130, ....| .| 600,917] 421,040) 179)877| ......:: 42.7|| 4,622| 3,239)1,383 °*).\42.7 
Cin., N. 0. & Tex.P| 336 336, |...) -:..| :.../| 2,126.564| 2,115,494) 11.070) 05) 6,329) 6.296) "33, oo01) Os 
Kast Tenn.,Va.&Ga.| 1,076, 901 175, ....| 19.4| 3,349,635] 2,649.279, 700,356 | 26.4), 3.113) 2,940) 173. °..") 5.9 
Mem. & Uharlest.| 292) 292 ....| ...!| ... | 13007/570 743) pepe | 19.0!| 3.451) 2900) 551) **:! 19.0 
Fla. Cen. & West...) 234) 284) 2102) ..0.] [22.||  "sanloba) = 30,130) 12,921) ooo. 3.9 | 1.468 1,411 55.1... 39 
Fla. Transit & Pen.| 243 212 | 3i| 146 399,933] 329/528) 70.495) |... |. 21.3)| 15646 1554) 92 ||)! 5.9 
lil. Central, So. Div] 578 578) .. .|....| ... |, 3,287,902] 2,732.265| 555.687 ..... 20 4|| 5,688) 4.727) 961)... 21.6 
Kentucky Central.| 188 150 | 38) |... 25.3 700,974) 600,438 100.536... 16.8 3,729 4,003) .... 274 6.8 
Louisville & Nash..| 2,052) 2,028 24) °1.!| 1.2) 11,563'265) 10,246,248 1,317,017 12.8} 5.635 5,052) 583 |... 11.6 
Mobile & Ohio..... 528} 528) ....|....) ....| 1,688,843] 1,577,149) "111,604 7.1| 3.199 2981, 218 71 
Nash.,Chat.& St.L.| 554 539 "15 28! 11913,234| 1.749,513) 163,721 |20. 2. #.3)) 3.454 3,46, 206 64 
Norfolk & Western| 469 428 41 9.6 2'308.746) 1.943.747) 364,999 22... 19.0|| 4.923) 41541) 382, |) 84 
Rich. & Danville...) 757/757) ....| ....| «...,| 3,146,808] 2'978,062) 168,746) 1.2... 5.7|| 4.157) 3.934) 223) 1.) am 
Char.,Col. &Aug.| 343) 327) 16! . 4.9, '608/422] ~'589,178| 79/244 22... 11). 13.3|| 1.949) 1,802] 147 |...) 82 
Col. & Greenville.| 296)° 200...) 1... .....| _ 602,192] _ 592'507, 9.685 1.6| 2.034 2002} 32 ||.) 16 
Va. Midland......) 352) 952) ..._| “20 | qar3’266] 1.244.526 '740' ..... 125 | 4,015 3.526) 479 13.5 
Western N.C....| 190) 177, 13. 7. 312.121| "200.510, 111,611, ....... 55.8|| 1,643, 1,133; 510. |... 45.0 
Shenandoah Valley] 249 240 9. 3.8|| 708.484, 358,714, 349,770. ....... | 97.5|| 2.845 1495/1350 || .:'90.5 
South Carolina... 244, 2431 0.4 1,073,280] 1,013,055, 60,225... -...: 5.6|| 4.366 4169) "197 47 
Vicks. & Meridian.| 142) 142) 2...) 002... 04:706| °354.858| 49.848 ........ 14.0)] 2,850, 2/499) 351 14.0 
Total, 22 roads...|10,060| 9,656 404 ....| ....|, 41,707,029] 36,317,760| 5,389,269... .... | ....|| 4.146) 3,761] 385 ie 
Total ine. or dec.| ...... (te 404) .... - ob thkwesed pave a0de00) EOUEET 60s casas 14.8) Sasne | oe os whee {10.2 
| i | i 
CENTRAL GROUP. 
| | | { { 
Chi. & Eastern Il... 250| e52\ | ....| ....[| 1,373,107 1,483,021 er 109,914! 7.2\| 5,449) 5,883|_....' 436 7.2 
Chi. & Gd. Trunk..| 335! 335] ....| 12.2] (1.1]) 2ip77iana] 1,754,122/""°623,192........ 35.5)| 7,096) 5.236.1,860 .... 35.5 
Cin.Ind..St.L.&Chi| 342) 342) 2...) 22:2] 22:]| 2ioe7joas| 2162/236)...........| 45,143) 3.0) 6.122) 6,322| ".. + 190) 3.0 
Cin. Wash. & Balt.) 284' 284...) 2..| 21:|| 15613205] 1,456,269) 104.936, | 2:2) 5407] 5.128) 369 ...., 7.2 
Gleve..Akron@Col.| 144! 144] 1...) 2.2] [22°] ““aasig7a] "422,327; 26,544) ooo. 62|| 3,117| 2,933, 184 |!!!) 63 
Det., Lan. & No....| 226) 226| °...| .22.] .1.]| 1,340,480] 1.328(784) 20,696 <.-|1.5|/ 5.971) 5.880) 91...) 15 
Ev. & Terre Haute.| 146) 146] |...|..::| ::.:]| "606,269| —728,606)...........; 122,337) 16.8|| 4,152) 4: ....| 83316.8 
Flint & Pere Marq... 347, 346] 1) 0:3|| 2,100;5:3| | 1,753.339,""356,194) ....."-..| 20:3!| 6,080] 5,068,012 _... 2.3 
Ill. Central, Ill. lines| 926) 919] 7 0.7|| 5,604,208} 5,893,545|.......... | 199,387] 3.4) 6,052] 6315 \...| 263, 4.2 
Inc., Bloom. &West| 695, 611] 84) ....| 13.7|| 2,488,749] 2,176,807, 311,942) ......... 143|| 3,581| 3,563| 18) ...| 0.5 
Ohio Central....... 273| 232] 41|....| 13.8|| '904,081| 861,220) 42,861| ......... 4.9| 3,312] 3.712) ....| 400108 
Ohio Southern ....| 138} 334] 4|....| 3.0|| 944.145] 310,083, 34,062) ......... 11.0|| 2:494| 2314 180 |... 7.8 
Peoria, Dec. & Ev..| 254) 254] ....| ...| ....]| 506,613] 651,819)....... ol 55,208) 8.5 —_ 2'566| ....| 217) 85 
St.L..Alton & T. H.: 
Main Line........ 193| 1095] ....| ...| ....]| 1,196,701] 1,202,768)....... ... 6,067] 5.5|| 5,829] 6,168) ... | 339 5.5 
Belleville Line...) 121 121] ....|.°2.] 2..']| 679,375] °727/286)........... 47,911| 6.6| 5,615| 6,011, .:..| 396 66 
St. L. & Cairo.....| 152 152) ....|....| -2:.]| _ 326,448]  300,305| 17,143) ......... 5.5|| 2,148} 2.035! 113 |.. | 5.5 
Wabash, St. L. & P| 3,520 3.365] 155) /1.:| 4.6] 13,830,057| 13,830,690 ........... | 50,633] 0.4|| 3,924) 4.125, .-..| 196 4.8 
Total, 17 roads...| 8,350, 8,058} 292|... | ....|| 37,833,249| 37,012,227, 1,537.570| 716,548] ....|| 4531| 4,503, ...| 62... 
Total inc. or Dec.| ...... és 202) ‘ 3.6 Fg Laei ns aa SbS asone-<sane 821,023] ..: ..... RI a. 0250 Ferret | cee} 2.13 
<7 vd an " NORTHWESTERN ROADS. Pe) fee 
Bur.,Ced.Rap.&No. 714) 645 10.7 2,277,364 2,276,191; 1,173) ......... 0.1 3,190, 3,529 baal 239 | 9.7 
Central Iowa........ 355) 290 22:4 1,045,622 56.576) 89,046] .... ... 9.3 2:945 3.298 “2""| 353/10.7 
Chi. & Alton 850| 850 ... | 7,191,133) 6,764,514, 426,619] -......:. 6.3. 8.460 7.95- 502| |...) 63 
Chi., Mil. & St. BP... 4,537) 4,281 5.5) 191121100) 16:349:098 2.771.992] 2.2... 17.0 4214 3.819, 395| |.--/10.8 
Chi. & N. W...-.... 3,627, 3.270 10.9 20,810,305 20,041,306, 768,999] -........ 38) 5.737 6129| .. .| 392] 64 
Chi., St. P.. M. & O. 1,230) 1,025 20.0 | ~4:460;121 4,082,246 377,875]... ii) 9.8), 3,626) 3,983) °2.:|_ 357] 8.9 
Des M.& Ft. Dodge "138° 95 45.3' 276.102)  289,756)........... 10,654 3.7 2,001 3,018 |1,017/33.9 
GreenBay,W.&St.P 220) 220 wees!) 328,286! — 311.066) "" 17,220) ......... 5.5 1,492 14l4 ee 
Hannibal & St. Jo.. 292) 292 *) 2,095;402) 1,890,557, 204.F £5) oo... 10.8 7,176 6.474 702| ..:|108 
Ill. Cent.,lowalines 402 402 *. | Ve28'565| 1,612,320! 16,245]... 1.0 4.051 4,011, 40) °'"'| 1.0 
Marquette, H.& 0. 99| 92 76| "826: 1,176.125|........... 349,783 20.8 8.34712\784| ....|4,457/34.7 
Mil.,L.S &W.... 322) 276 167| 845.218, °714,750| 130,468] .....".... 18.2 2.625 2)5 35; ".. | 14 
Total, 12 roads... 12,786|11,738 1,048\....| .... 60,005,460, 56,461,445) 4,804,452) 300437 ...., 4,763 4,810 ....| 47]... 
Total inc. or dec seco] coeeee 1,088) .... 8.9 sete teeecceslecee ceeecees| Myf O15 Leet cens | RBA Pa Re 24 47| 0.9 
ROADS NORTHWEST OF ST. PAUL. % fap 
Saal: ae. 2 ] | ! | 3 ¢3 ; xs = f ‘, | ag Waisolt Bt 
Canadian Pacific...| 1,395, 624! 771) .... 123.6 4,452,920 2,017,493] 2,435,427 ......... 120.7 | 3,192! 3,233! ....! 41] 12 
Northern Pacific...| 1.830| 1,148! 682 .°..) 59.4'| 7,958.908| 5,883,268) 2,275,640) -.2...... 40.0 | 4,349, 4951) |...| 602/121 
St. P. & Duluth....| 203, 196, 7 :...| 3.6| 1,096,287, 888.009} ‘208,278 ......... | 23.5 | 5.400! 4.531/ 860) ....|19.3 
St. P., Minn. & Man| 1,320, 955 365°... 38.2| 6,849,607] 7,097,921)... +++ 248,814) “B.5 | 5,189) 7.432)... |2,343130.2 
Total, 4 roads... | 4,748) 2,923 1.825... ..,!| 20,887,722) 15,680,001| 4,010,345 248.314. | 4,268) 5,007| ....|1.079 
Total inc. or dec.| .....|.....- 1,825) -:. | G85]... 00... eegrE eS | 4,671,031) ........ bis... & ms 1,079|20.1 
' ! 
gy SOUTHWESTERN ROADS. 
Paes —————- , ) , v 
Gulf, Col. &S.F...| 509) 356) 153)...., 42.5 1,691,892 1,142,860) 549,023) ......... 48.0 | 3,324 3,210 114 ....' 3.6 
Houst..E.&W.Tex.| 124) 91| 33\...| 36.6) 266,331 215.452; 50,879) ......... 23.7 | 21148 2268 |. | 290 9.2 
Little R’k. & Ft... 169 168 1....., 0.6) 420,384 363,696) 56,688]... 15.5 | 2,487, 2'165 322 ©... 14.7 
Lit. R’k.. Miss R&T. 173 159° 14...) 8.8) 311,488 220,044) 91,444) 0.02, 41.6 | 1801! 1,384 417) |.) 30:4 
Mo. Pacific linest.. 5,963 5,341, 624 |...) 11.7) 29,662,504 25,131,861| 4,530,643) ......... 18.0 | 4.973 4,705 268 |... 5.7 
St. L.&SanFran... 742 660, S2|.... 124) 3,084,742 © 2(911,896| 172,846)... .....| 5.9 | 4,157) 4,412 ....| 255 5.8 
—— |- | -- |. — |——$ —_— _ — —- —_]} —-- | ——- | —--' | 
Total, 6 roads....| 7,682\ 6,775, 907) .... 35,437,341 29,985,818] 5,451,523! ... ..... ... "| 4,613, 4,426 187] ....!.... 
Totel inc. or dec.! ......|...... 907 candavweccost: ab voeeenee 5,451,523) seabdevas IBD} ..:..- bouen 187, 4.2 
FAR WESTERN AND PACIFIC ROADS. 7 : Qi ¥illna, 
Atch., Top.&8.F.! 1,8201 1,814 6| ... 0.3! 11,670, 769| 11,965,254)........... | 294,585 2.5) 6,413| 6,796) ..... 183 2.8 
Southern Kansas.| “398; “391 7|.... 2.0|| | 1,389.658| 1,055,318, 334,340) .......... 31.7|| 3.492! 2.786, 706 .... 25.3 
Central Pacific. ...| 2,975) 3,006, ....| 31 1.0) 20,677,341| 21:503,150 .......... 5,809, 3.8|| 6,950) 7,153| ....| 203, 2. 
Denver & Rio Gr.g.| 11536, 1,088) 448|.°. 41.2) “6,147,450 5,893,299, 754,151) ...-..... 14.0, 4,002] 4,957| °°°., 955 19.1 
coo | -. ——— | -——— | —- ——- —---) -|—-———- | ——-- —— -- 
Total, 4roads....| 6,729| 6,299, 461) 31 ....|| 39,885,218! 39,917,121 1,088,491/1,120,394 ....|/ 5,924) 6,337) ..... 413 .... 
Total ine. or dec.| ...... pie? | 490) ....| GBlfe... ...0000. Fadas Waa’ ssl bdensbeeved 31,903 0.1), ...... [escmae 413, 6.5 
—_- —————$ —_———. |-——- |-———_|--— | ——— | Oo Oe — +} — —-/ | — - —--, -— 
Ga. tot'l,73 roads. |57,559|52,073|5,517| 31... | 332,468,901|300,896,381 34,018,212|2,445,693 ....|| 5,776 5,778) .. 2)... 
Total ine. or dec.| . "....| .-... SEE. tc) MIEN pac cabagien Actas onchcan 31,572,520| «2... 0... BBG cocks casuee |< 2 0.1 
| ee: ave 2 ll y rc. Nar OMe oon Pon he 
* Includes all lines east of Pittsburgh and Erie. | + Missouri Pacific lines are now all reported together. 
+ Includes New Jersey Central from June 1, 1883. § Includes Utah lines. 
“The President,as the chief executive officer of your com-| understood _ that differences of opinion have 


pany, has labored for the last four years to bring about this 
result, believing that the lease can be completed and carried 
into effect without material delay, and that it promises by 
the incorperation of your road into one of the great trun 
lines, the substantialand immediate realization of the end 
aimed at in the policy heretofore adopted. This result 
would not have been possible but for the extentions and im- 
rovements which have been made to your property under 
its present administration. He trusts and earnestly recom- 
mends, therefore, that the proposed lease to the New York, 
Lake Erie & Western ilroad Co. will receive 





the cordial support of the stockholders. It 


arisen among the stockholders, since the last annual meet- 
| ing, as to the past and future management of the company; 
| and, while the President relies on future developments to 
vindicate his management in the daily o— of your 
| road, in pursuance of a desire entertained for the last year 
| and in order to relieve the stockholders and the new boar 
| of directors from any possible embarrassment in reference 

to these important matters, as well as to secure that bar- 
| monious and united action apon which the success of any 

policy depends, he declines to permit the use of bis name as 
| a candidate for director or for any other office in the service 


is | of the company.” 
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EDITORIAL ANNOUNCEMENTS, 

Passes.—All persons connected with this paper are forbid- 
den to ask for passes under any circumstances, and we 
will be thankful tohave any act of the kind reported to 
this office. 

Addresses.—Business letters should be addressed and 
drafts made payable to THE RAILROAD GAZETTE. Com- 
munications for the attention of the Editors should be 
addressed Ev1toR RAILROAD GAZETTE. 





Contributions.—Subscribers and others will materially 
assist us in making our news accurate and complete if 
they will send us early information of events which take 
place under their observation, such as changes in rail- 
road officers, organizations and changes of companies, 
the letting, progress and completion of contracts for new 
works or important improvements of old ones, experi- 
ments in the construction of roads and machinery and 
in their management, particulars as to the business of 
railroads, and suggestions as to its improvement. Dis- 
cussions of subjects pertaining to ALL DEPARTMENTS of 
railroad business by men practically acquainted with 
them are especially desired. Officers will oblige us by 
forwarding early copies of notices of meetings, elections, 
appointments, and especially annual reports, some notice 
of all of which will be published. 


Advertisements.— We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
umns. Wegive in our editorial columns OUR OWN opin- 
ions, and those only, and in our news columns present only 
such matter as we consider interesting and important to 
our readers. Those who wish to recommend their inven- 
tions, machinery, supplies, financial schemes, etc., to our 
readers can do so fully in our advertising columns, but it 
is useless to ask us to recommend them editorially, either 
for money or in consideration of advertising patronage. 





OCTOBER EARNINGS. 


Our monthly table of earnings has been so re- 
arranged as to present at a glance some of the facts 
which her+tofore have been given only in our com- 
ments on the table. We have arranged the roads in 
geographical groups, which will better enable the 
reader to know whether the course of earnings on any 
given road is peculiar to itself, or is common to the 
lines in the country where it is situated; and may 
often give some indication whether the loss of one is 
caused by the gain of a rival road. The advantages of 
this presentation seem to us to be vastly greater than 
the disadvantages, chief of which is the greater diffi- 
culty, to one not accustomed to using the table, of 
finding any given road, while in one case (that of the 
Illinois Central), the lines of a single company are dis- 
tributed among three groups. This would be done 
with the Wabash also if it reported the earnings of its 
Trans-Mississippi roads separately. 

The table for October has reports from 78 railroads, 
with 61,406 miles of road this year, and 5,806 miles 
(103 per cent.) more than they worked last year in 
October. Their aggregate gross earnings were $42,- 
377,024 this year, which is $4,566,289 (12 per cent.) 
more than last year, and their average earnings per 
mile increased from $680 to $690, or 14 per cent. This 
is a more favorable result than was shown in Septem- 
ber, when the 79 roads reporting made an increase of 
but $1 (0.15 per cent.) in average earnings per mile, 
and in every other month of the year except March 
there has been some decrease in average earnings 
per mile. And the comparison is not with an un- 
favorable month last year. The 74 roads then re- 
porting had an increase of 54 per cent. over 1881 in their 
average earnings per mile, and this was the largest 
increase of the year up to that time. A very con- 
siderable change, however, is made by the inclusion 
of the Central of New Jersey earnings with the Read- 
ing’s for this year, but not for last year. This is be- 
cause the Central has very much more than the aver- 
age earnings per mile, and its inclusion brings up con- 
siderably the aggregate average of the 77 roads report- 
ing. In September we had the Central’s earnings sep- 
arately, and excluding these there was a decrease 
from $663 to $651 in the average earnings of the 79 
roads reporting that month, while including them 
there was an increase from $663 to $664. 

A direct comparison of the aggregates in this year’s 
table for October with those of last year’s table is not 
possible, however, as no less than 18 of the 78 roads 
reporting this year did not report last year, while 10 
of the 69 roads reporting last year do not report this 
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year as yet, among them such important ones as the 
Central of Georgia and the Union Pacific. The Octo- 
ber table contains very nearly the same roads as the 
September table this year, however. The September 
table had the earnings of the Baltimore & Ohio, the 
Ohio & Mississippi and the Scioto Valley, which are 
not in the October table, while the October table has 
reports from the Atchison, Topeka & Santa Fé, the 
New York & New England, the Vicksburg, Shreves- 
port & Pacific, the Cincinnati, Indianapolis, St. Louis 
& Chicago, the Evansville & Terre Haute, the Toledo, 
Cincinnati & St. Louis, and the Fort Worth & Denver, 
which were not in the September table, though the 
earnings of all but the Fort Worth & Denver are 
usually published monthly. 

Turning now to the several groups of roads, we find 
that the four roads northwest of St. Paul had an in- 
crease of 60 per cent. in mileage and of 3334 per cent. 
in earnings. and that thelr average earnings per mile 
decreased from $616 to $514, or one sixth. These 
earnings per mile, however, are not small. But that 
they are not much larger is due chiefly to the Cana- 
dian Pacific, with its long line through acountry much 
newer and less developed than that on the Northern 
Pacific even. The latter earned $500 per mile, not- 
withstanding an increase of two-thirds in mileage. 
This being the first month that the road was open 
through to the Pacific its earnings have a special 
interest. They were at the rate of nearly 
$16,000,000 per year, which is more even than 
has been claimed for the road. But Octo- 
ber is perhaps the best month of the twelve for 
this road, at least for the partof it east of the Missouri, 
where most of its earnings are made. The wheat is 
then marketed and the winter supplies of merchan- 
dise and fuel laid in more freely than at any other sea- 
son. The wheat is not threshed earlier, and work and 
transportation are liable to be interrupted by severe 
winter weather before the end of November, though 
November is usually a month of good earnings also. 
The same facts influence the traffic of the Manitoba, 
whose decrease in October was much less than in pre- 
vious months, and whose earnings per mile, though 
263 per cent. less than last year, were still decidedly 
large. 

The completion of the Northern Pacific has made 
this group a ‘* Far West” one, and the extension of the 
Canadian Pacitic will make it still more so ; but there 
are good reasons for keeping it separate from the 
other roads of the Far West further south. The 
northern group is supported by agricuJture much more 
than the Southern one; and of the northern roads 
only the northern Pacific has a traffic from mines and 
cattle, which are of great importance on all the roads 
we have put under the head of ‘Far Western and 
Pacific roads.” 

Three of the four latter have reported for October, 
the Central Pacific showing a small increase in earn- 
ings, which has not happened before for some time (it 
had a decrease of 7} per cent. in September, and one 
of 43 per cent. for the nine months then ending), but 
this is not so encouraging as it would have been had 
there not been a decrease last year larger than the in- 
crease this year, leaving the October earnings a little 
less this year than in 1881. The Denver & Rio Grande 
has about the same increase in mileage as in Septem 
ber, and a little larger increase in earnings, and nearly 
the same large decrease in earnings per mile. The 
$460 per mile which it earned last October is not a 
small amount, however, for a road in such a country, 
A great many of the roads north of the Ohio earned 
less and more than half of the Southern roads, The 
Atchison, Topeka & Santa Fe, with no change in 
mileage, has a decrease of 4% per cent. in earnings ; 
for the ten months it reports a decrease of 24 per cent. 

The most extensive group of roads is that west and 
northwest of Chicago, including generally lines as far 
east and south as the Chicago & Alton’s line from Chi- 
cago to Kansas City, as far west as the Missouri River, 
and everything farther north except the first-described 
group of roads. ‘The 12 roads in this group had 13,064 
miles of road last year, which is 975 miles (8 per cent.) 
more than last year; all of them mace some increase 
in earnings except the Iowa lines of the Illinois Cen- 
tral, which had a slight loss. In the aggregate their 
increase in earnings was 8% per cent., and there was 
the slight increase from $612 to $616 in their average 
earnings per mile. The Chicago & Alton and the 
Hannibal & St. Joseph, which carry from the southern 
part of this territory—from Central Illinois and Mis- 
souri and from Kansas—make very small gains. 
Three out of four Iowa roads earn less per mile than 
last year. The three roads which carry from Iowa 
Minnesota and Dakota to Lake Michigan make con- 
siderable gains in total earnings, but trifling ones in 
earnings per mile (the Northwestern a small loss). 





October is a month when the spring wheat movement 
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is apt to be largest, and these roads are the chief 
carriers of that grain to Milwaukee and Chicago. 

The group of roads west and southwest of St. 
Louis has but seven titles this year, but it includes 12 
roads, there being six of the ‘‘ Missouri Pacific lines,” 
whose earnings were reported separately heretofore. 
Putting them together makes it much more difficult 
to ..understand the course of traffic south of the 
Missouri, as they are the principal roads in the terri- 
tory, and it includes two very different kinds of 
country and traffic, one being distinctively northern, 
and affording much grain, hogs and fatted cattle, and 
the other distinctively southern, and exporting chiefly 
cotton, with cattle from the Texas plains. The lines in 
question have some road in Eastern Kansas, where the 
crops should afford a most satisfactory traffic this 
year, and one of them is one of the heaviest carriers 
from Kansas to the East; the lines in Arkansas and 
Texas were profited by extraordinary crops of cotton 
and grain last year, while this year cotton is very poor 
and corn not good. But with the figures as given we 
can only say that with 54 per cent. more road this vast 
Missouri Pacific system of nearly 6,000 miles of road 
earned 83 per cent. more money last October, the aver- 
age earnings per mile increasing from $612 to $632— 
under the circumstances a very favorable result. The 
whole Southwestern group shows an_ increase 
from $576 to $586 in average earnings per mile. The 
St. Louis & San Francisco, which is the only one 
specified in position to profit by the great Kansas 
crops, made but a trifling gain in total earnings and 
had a decrease of 12 per cent. in earnings per mile: 
There was a great crop in Kansas last year also, how- 
ever, and the St. Louis & San Francisco made a large 
gain then ; its increase in mileage this year is chiefly 
in Arkansas, and probably makes a very light addition 
to the earnings. Of the two Arkansas roads one 
makes a very large gain and the other a small loss, but 
both have still small earnings per mile. 

We will now pass to the group of roads east of 
Chicago and St. Louis, west of Pennsylvania, includ- 
ing generally everything east of the Chicago & Alton, 
but also the Wabash,.which has a great system west 
of the Mississippi. This group had not been doing 
very well this year. In October, however, the 
twenty roads in it had a _ gain in earnings 
nearly as great in proportion as their increase 
in mileage, and their average earnings per mile de- 
creased only from $496 to $495. Seven of the twenty 
roads had some decrease in total earnings, and nine 
had a decrease in earnings per mile. There were large 
decreases by the Chicago & Eastern Illinois, the 
Evansville & Terre Haute, and the Terre Haute Main 
Line, and large increases by the Chicago & Grand 
Trunk and the Flint & Pére Marquette. The 
Wabash has more than one-third of the mileage 
of this group. It has a gain of 44 per cent. in earnings 
per mile, and last year it bad a gain of 10 per cent. 
over 1881. It had not been doing well, but for the 
past two months it has done better. There are many 
roads in this territory which carry through trunk-line 
traffic, and some of them report, but none of the most 
important ones. Of these only the Chicago & Grand 
Trunk shows a considerable gain. The Cincinnati, 
Washington & Baltimore and the Lake Erie & Western 
show a small loss ; the Terre Haute Main Line a large 
one; the Indiana, Bloomington & Western a trifling 
gain. 

South of the Ohio and the Potomac and east of the 
Mississippi 28 roads are in our table, which with anin- 
crease of but 4 per cent. in mileage have an increase of 12 
per cent. in earnings, and an increase in average earn- 
ings per mile from $500 to $539 per mile. These roads 
were doing extremely well last year, and to find them 
doing so much better this year, though crops in the 
South are not nearly so good, is somewhat surpris- 
ing. But there aresome signs that they are not all doing 
as well as they were. In previous months this year, 
usually every one of these roads has had an increase 
over last year’s earnings ; in October five of them hada 
decrease, usually not large. Some of the gains are 
very large, as 27} percent. on the Vicksburg & Merid- 
ian, 19 on the Louisville & Nashville (which gained 16 
per cent. last year), 20 on the Memphis & Charleston, 
and 26 on the Alabama Great Southern, besides 
larger percentages on some new roads which still have 
very light earnings. The largest earnings per mile in 
this group are made by the Illinois Central’s Southern 
Division—namely, $858, while the average for the 23 
roads is $589, and nine earned less than $400 and 
five less than $300 per mile. 

Nine Eastern roads report, showing an increase from 
$1,409 to $1,487 in average earnings per mile. But 
these averages are hardly comparable, because the 
Central of New Jersey's earnings are included this 
year and not last. If we exclude the Reading, the 





other eight roads with an increase of 4} per cent. in 
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mileage had an increase of 6 per cent. in earnings, 
and the average earnings per mile increased only from 
$1,271 to $1,292, which better represents the course of 
Eastern railroad earnings, probably. All of the roads 
gain, the New York & New England and the Northern 
Central largely. 

We may sum up by saying that in no section of the 
country, except in the South, east of the Mississippi, was 
there a large increase in earnings over last year last 
October; in the Southwest, where heretofore this year 
there has been a large gain, there is a small 
one in October ; the roads of the Far West show 
a decrease in earnings per mile and so do 
those northwest of St. Paul, the latter having 
an enormous increase of mileage, which sufficiently 
explains the decrease in earnings per, mile. The 
roads west of Chicago make a very small gain in earn- 
ings per mile, having a very large gain in mileage, so 
that to keep up the rate of earnings is quite satisfac- 
tory; the roads east of St. Louis and Chicago and west 
of Pennsylvania did not, as a whole, do well, but bet- 
ter than in other months of this year; and the Eastern 
roads, over which all the others, to some extent, have 
an outlet, made a fair gain. Altogether the roads did 
a little better than last year. 

For the ten months ending with October our table has 
reports from 73 railroads (of 78 if we count the six 
Missouri Pacific lines separately with 57,559 miles of 
road this year, which is 104} per cent. more than last 
year. The aggregate earnings of these roads for the 
ten months were $332,468,901, which is $31,572,520 
(104 per cent.) more than last year, and the average 
earnings per mile fell from $5,778 to $5,776—about 
one-thirtieth of 1 per cent. That is, the earnings per 
mile were almost exactly the same both years, which 
is doing very well. Last year the 65 roads reporting 
for the 10 months had an increase of 1.4 per cent. over 
1881. Vemay say, then, that earnings per mile have 
been nearly stationary for three years. 








INVESTIGATION AND REGULATION BY PUB- 
LIC AUTHORITY. 


If evidence was required to show the need of an 
authority, delegated with the power and charged with 
the duty to investigate railroad accidents, the report 
of the New York Railroad Commission on the Glens 
Falls Bridge accident, which was published last week, 
would supply it. 

The examination into the causes of the accident 
seems to have been very thorough, and, while the report 
is not what would be expected of an expert in bridge 
construction, it nevertheless indicates that the evi- 
dence was collected by some one who knew in what 
direction to make inquiry in order to get at the real 
jury, causes of the disaster. The verdict of the eoroner’s 
with which the Railroad Commissioners concurred, 
was that the bridge *‘ was unfit and unsafe for the 
purpose for which it was used, by reason of the 
unsound state of the timber and the insufficient 
quantity of iron used in the original construction.” 
In other words, a bridge, that never was strong enough 
to bear the loads it had to carry recently,was partly 
rotted away, and consequently fell down while 
a light passenger train was crossing it, and killed 
three people and injured 22. Up to July 1 of this 
year this bridge had been under the care of the then 
Chief Engineer of the road, who had inspected it 
about a year before. July 1 he was relieved by order 
of the President of the road, and the ‘supervision 
and maintenance of tracks and permanent way now 
(then) in charge of the Chief Engineer” was trans- 
ferred to the Division Superintendent. As ‘‘ bridges 
were not specifically mentioned in the order, he seems 
to have been in some doubt as to just where his responsi- 
bility began and ended with regard to them,” and as he 
did not consider himself a bridge expert, he simply con- 
tinued the orders given by the former Chief Engineer to 
the Master Bridge-builder, who ‘‘ was a bridge carpen- 
ter by trade, and was unable to calculate strains on 
bridges, and judged by experience about what the 
size of different members ought to be.” On this man 
the Division Superintendent *‘ depended to report to 
him if he thought anything was wrong.” In other 
words, the bridges on this part of a great road were 
placed in charge of a man who was ignorant of bridge 
construction and who was not sure whether the 
bridges were or were not intrusted to his care, and 
who delegated whatever responsibility he had to an- 
other person, who was equally, or more, ignorant of 
his duties. Surely there was good reason for con- 
demning the management under which such a condi- 
tion of things could exist, and the circumstances seem 
entirely to justify the Commissioners in saying, as they 
did, that ‘‘for divided responsibilities and incompetency 
in the performance of their duties by subordinates, such 





as is here disclosed, a railroad corporation is primarily 
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and legally responsible.” The Commissioners could 
with advantage haye dwelt more on the responsibility 
of railroad companies for the incompetency or for the 
ignorance of those placed in authority and in positions 
of responsibility. The bridges on the road on which 
this accident occurred were placed under the charge of 
the Division Superintendent, who ‘‘did not consider 
himself a bridge expert.” Now, if this were an ex- 
ceptional practice it would, perhaps, be hardly worth 
while to say more about it. It is, however, not an un- 


usual thing for this class of officers, who often know 


very little of either the theory or the practice of bridge 
construction, to have the care of the bridges on their 
line. ,Thereseems to be need for insisting that no rail- 
road officer should be placed in charge of things of 
which he is ignorant, or, in other words, that the 
limits of authority should be within the bounds of 
knowledge. It is a common thing to find men con- 
trolling matters on railroads who have not even an 
elementary knowledge of the principles and no expe- 
rience in the practice of the matters placed under 
their control. There are those even who contend that 
a thorough knowledge of principles and a minute 
acquaintance with the details of any subject has the 
effect of dwarfing the mind and of unfitting it for 
taking ‘‘ broad” views regarding it, or, in other words, 
that a certain measure of ignorance is essential for 
sound judgment. Acting upon this principle, men 
are placed in charge of the locomotive who, if 
required to do so, would be unable to calculate 


the area of one of their pistons. There are 
those in charge of the car departments of 
important railroads who are not able to lay 


out the plan of a car so as to insure that the seats and 
windows will come opposite to each other. The signals 
of great lines are often controlled by persons who are 
quite ignorant of those principles of signaling which 
have been worked out by long experience, and which 
are as well established as those which are known to 
control the working of steam engines. Men are given 
the care of bridges who could not calculate the strain 
per square inch on a vertical rod with a known weight 
suspended on the lower end of it. In fact, there are 
roads, and important ones too, on which any respect- 
able amount of education is an insurmountable barrier 
in the way of a person’s advancement. Onsome lines, 
it is true, a technical school education alone has been 
considered a sufficient qualification for holding re- 
sponsible places. The results, if kaown, would probably 
not be satisfactory to the owners of the roads; but, un- 
fortunately, the mistakes which such men make, like 
those of the doctors, are buried in oblivion, and are 
seldom dug up for investigation. 

The practice which is here protested against, and 
which the Railroad Commissioners touched upon, is 
the placing of men in charge of matters of which they 
have no special knowledge. Often a man who has 
such information is nominally given control of some 
department, but his authority is then limited by that 
of another person who is without special knowledge, 
so that what the man who could act intelligently does 
is restricted by the will of one who is ignorant. There 
are plenty of such cases where the authority of men in 
charge of the locomotive, car, permanent way, signals, 
bridges, etc., is limited by others with little or no 
knowledge, excepting that acquired in the traffic de- 
partment, or in running trains, or in the office of 
some other department. It is not intended, by what 
has been said, to counsel insubordination. All de- 
partments must necessarily be controlled by the gen- 
eral management. Those who control the purse- 
strings must be able to check expenditure anywhere 
and everywhere, and it is impossible or impracticable 
that in the exercise of that power those who control 
the finances should have knowledge of all the princi- 
ples and details in the different departments over 
which they must exercise control. There must, too, 
be a head, a commander-in-chief, in every army 
of workers, as well as in those organized for 
warfare. The practice which is protested against 
is that of giving authority to those who have no special 
knowledge, and, in many cases, withholding it from 
those who have. The New York Railroad Commis- 
sioners have formulated the principle, and expressed 
it in very forcible language, which will bear repeat- 
ing, that: ‘‘ For divided responsibilities and incom- 
petency in the performance of their duties by sub- 
ordinates, such as is here disclosed, a railroad corpo- 
ration is primarily and legally responsible.” 

But while the Railroad Commission will do well to 
enunciate this principle, there is a chance, and some 
premonition, of their attempting reform in railroad 
practice by directly prescribing regulations. They 
have recently issued a circular to railroad companies, 
which will be found on another page, in which they 
ask the officers of the companies whether there ought 


‘not to be a law requiring all locomotiye boilers to be 











tested, and another requiring employésto be examined 
for color-blindness ‘‘ by some competent person.” 

Undoubtedly boilers ought to be inspected fre- 
quently. No one acquainted with the subject has 
any doubt on that point; but it would be difficult 
to frame a law which would be sufficiently 
explicit to cover all essential points. Boilers on some 
roads need to be examined oftener than on others, 
according to the quality of the water, work done, age 
of the boiler and its original construction, etc. Then, 
what should be the nature of the test and inspection ? 
Should it be a pressure test alone, or an internal ex- 
amination, or the two in combination? If the first, 
how great should be the pressure? Should it be by 
hot water, cold water or steam ? Who could define the 
amount of care which should be taken in making an 
internal examination? The effect of such a law would 
inevitably be that it would lead in some cases to the 
observance of its letter, and then a relapse into fancied 
security, because the law had been observed. How 
would it be possible to determine whether a person 
was competent to make such inspections? Would 
the law define the qualifications which an inspector 
should have to make him competent ? 

If the Commission will ascertain the practices of 
the several roads in regard to boiler inspection (sup- 
posing this to be a matter which now needs such in- 
vestigation as they can make), point out, so far as they 
are able, those which are faulty or insufficient, urge 
attention to the subject, and unsparingly condemn 
neglect, which they will in most cases learn only when 
it has resulted in accident, they will accomplish much 
more, we venture to say, than if they should obtain the 
authority, and should exercise it, to prescribe methods 
of inspection and appoint inspectors. In the latter case 
they would make themselves responsible for the loco- 
motive boilers, and would relieve the railroad compa- 
nies of the responsibility. - And this may be said of 
almost every other railroad practice. It is simply 
impossible that any commission should be as well 
qualified to determine the practice in every depart- 
ment on every road as a body of men each of whom 
gives his time to one department on one road. The work 
of inspection and criticism, if wisely conducted, 
the Commission may exercise with good results ; 
positive regulation cannot be exercised by such a 
body without great danger, and it is dcubtful if it can 
be exercised with advantage at all. It is altogether 
probable that if it were attempted it would very 
seriously check the progress of improvement 
in railroad operation. But there are many weak 
points in railroad practice which can be mended 
and ought to be mended and would be 
mended if sufficient attention were given them by 
the railroad authorities, and will never be mended by 
any one else. Some of these can easily be discovered, 
even by men with little knowledge of railroad work- 
ing. The Railroad Commissioners, in course of time, 
will find many of these sore places. If they will 
point them out, and put their fingers on them and 
keep them there, it will hurt, and those who are 
and who should remain responsible for the work- 
ing of the railroads will feel the pain and 
will be much more likely to do something about it 
than they are when there is little intelligent effort to 
call their attention to the evils that need to be re- 
moved ; and the remedies which they apply are likely 
to be much more effective than those that any three 
men could prescribe for a whole state railroad system. 








GRAIN AND PROVISION EXPORTS. 


The exports of agricultural produce for the month 
of October make a favorable comparison with last 
year and the year before, but not a favorable one 
with some previous years. It looks very well to 
have 4,845,000 bushels of corn exported during th 
month this year against 1,006,000 last year, unti] w® 
find that with the exception of last year the corn 
exports have not been as little as 4,000,000 bushels in 
October since 1869 at least, and that the exports this 
year with that exception are the smallest since 1878. 
The wheat exports, including flour, are not even as 


large as last year, but 902,000 bushels more 
than in 1881, and with that exception the 
smallest since 1876. Taking flour, wheat and 


corn together, which form nearly the whole of our 
cereal exports ($3,000,000 worth of other grains out of 
a total of $145,000,000 in the ten months of this year 
to the end of October), the bushels exported in Octo- 
ber were 7 per cent. more than last year and 54 per 
cent. more than in 1881, but 45 per cent. Jess than in 
1880, and 48 per cent. less than in 1879, and less than 
in any other year since 1876. 

The smallness of the wheat exports has been much 
more owing to the lack of foreign demand, however, 
than to a short supply ; although the crop this year is 
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short, the saieitian: remaining from last year’s crop was 
so large that we could have made large exports, and 
in fact the quantity in store at nearly all the markets 
is exceptionally large. The course of the breadstuffs 
exports in October for eight successive years is given 


below : 

Flour and Corn, Total, 

bbls. wheat, bu. bu. bu. 
8,679,852 5,776,775 14,456.627 
18,180,963 4,388,427 17,569,390 
hy 14.094,221 4,525,222 15,619,443 
1879. ...20,299,856 669,547 238,312,817 5,682,187 28,995,004 
1880..,.15,972,867 646,562 18 008 208 8,536,225 27,418,621 
1881.... 7,590,491 348,046 9,156,698 4,976,499 14,133,197 
1882....10) 043; 247 639,848 12,922,563 1,605,775 13,928,338 
1883,... 6,587, 728 771.286 10. "058,515 4,845,371 14,903,886 


The flour exports, it is seen, were larger this year 
than ever before, so that they make up for 599,471 
bushels of the 3,455,519 bushels of uccrease in wheat 
exports. Still it is due to corn that there is not a de- 
crease from the very small exports of last year. 

Provision exports make a very favorable comparison 
with last year and the year before. Counting fresh 
and salt beef, tallow, butter and cheese as ‘‘ cattle 


products,” and bacon, ham, pork and lard as * hog 
products,” the comparison with last year for October 
is as follows : 

Cattle Products; 1883. 1882. Increase, P.c. 
Pounds........ 32,487.9°0 15,046,975 17,440,925 116.0 
Value 2) $3/492,967 $1,588,127 $1,814,840 114.6 

Hog Products : : 

Pounds... 52,895,253 24,276,106 28,619,147 118.0 

v alue . ert $4,925,8% 30 $3,074,499 = $1,851,331 60.2 
otal: 

Pounds... . .. 85,383,153 39,323,081 6,060,072 117.1 

WONG. 005, s055 $8,328,797 $4,662,626 $3, 660,181 78.6 


The vast increase in cattle products, it appears, was 
made without any appreciable decrease in price ; 
more than half was in the single item of fresh beef, 
more than four times as much of that having been ex- 
ported this year as last; there was no increase in salt 
beef, but one of nearly 200 per cent. in tallow, of 370 
per cent. in butter, and 26 per cent. in cheese. This 
great growth of exports of cattle produce is especially 
encouraging, because it is not simply a gain after a 
loss last year, but the exports are positively large—not 
only 116 per cent. more than last year but nearly 60 per 
cent. more than in 1881, and more than in any previous 
October, except in i880. For six successive years the 
October exports of cattle products and hog products 
have been, in pounds : 





Hog products. Cattle products. Total. 
BOO WN iksaescaee 63,185,279 21,888,528 85,073,807 
Ps 76,396,332 32, 021,951 108,418,263 
88,035,700 7,444, 583 125,480,283 
. 65,162, 027 20,914,312 86,076,339 
24,276, 106 15,046,975 39,323,081 





1883. 52'895.253 32,487,900 85,383,153 

The hog products, we see, though 118 per cent. more 
than last year, were smaller than in any previous 
October in the list. -They were larger, however, than 
jn any October previous to 1878, for there was a great 
increase in the production and exports after 1877. 
Though the total exports of cattle products were about 
a fifth less than in 1880, the exports of fresh beef this 
year were much larger than ever before in October. 
In 1880 1,185,000 Ibs. more butter, 5,494,000 Ibs. more 
cheese and 2,165,000 lbs. more tallow than this year were 
exported. As there has been a great extension of the 
grazing business on the great plains west of the Mis- 
souri of late years, it has been somewhat surprising 
that it was not felt more in the exports, and that those 
of 1831 and 1882 should have fallen so far be- 
low those of 1879 and 1880. The severe winter 
of 1880-81 had a bad effect, doubtless, and in 
fact it is but a very small fraction of the total produc- 
tion that is exported in the most favorable years even. 
During the ‘‘ packing year” ending with October our 
exports amounted to less than 2 lbs. of fresh beef, 4 
lb. of salt beef, 1 lb. of tallow, 0.41b. of butter and 2.2 
lbs. of cheese for each of our inhabitants. Of course 
the average yearly ration of our own people has been 
many times these amounts, which would be about 
equivalent to a soldier’s meat ration for a single week. 
But as a comparatively small decrease in production 
may thus make a very large reduction in the exports 
of beef, etc., so an increase such as now seems to be in 
progress through the occupation of the plains for 
ranches and the stocking them up to their capacity 
should afford us a surplus enough to increase our ex- 
ports several times over. The possibilities of this 
branch of exports are so great that we will examine 
them further for the year ending with October, ex- 
cluding dairy products. For ten years they have been: 


Fresh beef. * Salt beef. Tallow. Total. 
WEARS aiecivag: vuests “bee 39,644,086 91,795,758 131,439,844 
Sr ee 48,129,492 61,664,825 104,794,317 
1875-76.... .. 49,156,184 86,035,546 135,191,730 
1876-77........ ; 45, 047 (Bes 43,808,485 78,626,185 167, 481.993 
te 50, 050; os3 43,107,816 94,608,019 187, 766,790 
1878-79..... .. 63216,950 38,137, 665 108,499,214 209,763,829 
1879-80,....... 94,117,714 48,340,504 122,227,630 264, 685, 938 
IS80-81.... ...107,675,484 39,691,356 73,686,825 221'053.665 
1881-82....... 47,842,577 43,510,200 41,619,950 152,972,727 


1882-83........ 108,927,716 42,477, 203 52,276,547 204,681,466 


~*In In the first three years the exports of fresh beef were insigni- 
ficant, and were not separated from the salt beef exports. 

The exports of fresh beef, which are of recent 
origin, grew rapidly till 1880-1, and though they fell 
off more than half the next year, last year they re- 
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covered the whole of the loss, and were even larger 
than ever before. The salt beef exports have varied 
very little, and are apparently not at all affected by 
the growth of the fresh beef exports. In tallow the 
exports of last year as well as the year before were 
much less than in any other of theten. On the whole, 
there has been no increase in the aggregate since 
1878-79, but the quick recovery of the exports last 
year after a falling-off of two-fifths the year before 
gives us a right to regard this as a growing business. 


The course of exports of hog products has followed: 


that of hog packing, which we traced Nov. 28. The 
increase in exports over last year has all been made in 
the last few months. ; 

For twelve successive years to June 30 the exports 
of hog products have been, in millions of pounds : 


Years to Millions , Years to Millions 
June 30, of pounds. | June 30. of pounds. 
ou Se 503 } oy Oo ere 
yy At: 2 ee | | >, 2 Bre 1,143 
0S. 1879-80.... ......- 1,259 
EME tet Soeucdca 1880-81....... ....1,233 
CO 2 eee 1881-82............ 799 
ee Se pS eee 620 





Thus in the last fiscal year the exports were only 
about half what they were in 1880 and 1881, and the 
smallest for seven years. But there has been such a 
change since June that for the year ending with Oc- 
tober there is an increase from 677.7 to 746.2 millions 
in the exports. And the whole of the gain has been 
made since June, the exports for the eight months 
ending with June and the four months ending with 
October having been : 











1882-83. 1881-82. Inc. or Dec. P. 

Eight months. .447.141,170 532,920,129 Dec. 75,788,955 14.€ 
Four months..289,117,052 144, 801,314 Ine. 144,315,738 99.7 
Year ...... ..746,258,222 677. 7.7 21,443 443 Inc, 68,536, 779 10.1 


Thus we have the enormous increase of nearly 100 
per cent. in the last four months, transforming a de- 
crease of 144 per cent. for the first eight months of the 
packing year into an increase of 10 per cent. for the 
full year. That the exports of the last four months 
have been positively large, and not large only in com- 
parison with the very small ones of last year, we shall 
see from the following statement of the exports for 
these four months for seven successive years, in 
millions of pounds : 


1876-77. 1877-78. 1878-79. 1879-80. 1880-81. 1881-82. 1882-83. 
199.4 249.2 315.9 363.7 259.4 144.8 289.1 


Thus this year the exports for this period have been 
exceeded only in two years, in 1878-79 by 9 per 
cent., and in 1879-80 by 20 per cent. 

It is the revival of these provision exports and the 
recovery and prospective growth of the cattle exports 
that are the most favorable features of the situation, 
so far as agricultural production is concerned. 





Erie Earnings in the Last Fiscal Year. 


An almost inexcusable error was made near tho 
beginning of our article entitled ‘‘ The Erie’s Last Fiscal 
Year ” last week, in stating the gross earnings of the 
old Erie system for the last fiscal year. After ascer- 
taining that the grossearnings of this system for the 
year plus those of the leased New York, Pennsylvania 
& Ohio for the five months of the lease were $23.- 
843,368, and that the total gross earnings of the Ohio 
road for the time were $3,253,503, our article says, 
‘the gross earnings of the Erie system east of Sala- 
manca—the system worked in previous years, with 
comparatively small changes—were $19,548,744 last 
year,” etc. This is a self-evident untruth. The actual 
Erie earnings were $20,589,865 instead. The error 
arose from subtracting the New York, Pennysl ania 
& Ohio earnings not from the total = gross 
earnings of the two roads just stated, but 
from what the Erie statement gives as gross 
earnings, including only 68 per cent. of the New York, 
Pennsylvania & Ohio earnings. Itis therefore too small 
by the whole amount of the rental of the Ohio road, 
82 per cent. of its gross earnings, amounting to $1,041,- 
121—a very great difference. Instead of there being a 
decrease of $427,030 from the earnings of the previous 
year, there is an increase of $614,091 (3 per cent.), and 
instead of a decrease of $896,523 in earnings during the 
five months (which in view of the enormous increase 
on the leased line was unintelligible), there was an in- 
crease of $194,598 (1.6 per cent.) Even this latter gain 
is surprisingly small, in view of the fact that the leased 
New York, Pennsylvania & Ohio in these five months 
made a gain in this time of no less than $773,717, or 31 
per cent. In the seven months before the lease the 
Erie proper gained an average of about $60,000 per 
month ; in the five months of the lease, only $39,000. 
Making the correction for the gross earnings of the 


old Erie system, we find them to have been in each 
year since the reorganization : 

Year. Earnings. | Year. Earnings. 
OS ey ee $15,644,978 oh a rere $20,715 5.605 
eee 15,942,023 | 1881-82........ .--+. 19,975,774 
MRR i ied 220583 18,693,108 | 1882-83 .... .. ..... 20,589,865 


Thus the gross earnings this year were slightly less 


| DECEMBER 7, 1883 


than those of 1880-81, but greater than in any other 
year. 

A further erroneous “statement in our last week’s 
article was that which inferred that a certainsum 
represented the loss or profit on the lease. There is 
nothing. whatever to indicate what were the working 
expenses or net earnings of either road separately. 

We have heretofore reported the gross receipts of 
the New York, Pennsylvania & Ohio road for the first 
three months of the lease. Late London papers have 
the report for August, showing them to have been 
$753,665. By computation’ from data in the Erie 
annual statement we found last week the New York, 
Pennsylvania & Ohio earnings for the two months of 
August and September to have been $1,478,367, so that 
for September they must have been $724,702, and for 
the five gg of the lease they have been : 


Year. Ma June. July. August. September. 


1883. ..$568, x36 $593,465 $612,895 $753,665 $724,702 
1882. . 472:774 461,102 461,878 528,430 565,606 
1881... 470,369 447,279  430:793 462,523 461.318 
1880... 346,644 368,456 432,877 475.204 500,748 
1879... 317/143 301,272 360,042 415,364 433,520 


We quote them for previous years in order to show 
what has been the usual course of earnings. There 
has always been an increase from May to September, 
we find, except in 1881, when the railroad war greatly 
reduced the earnings in the fall; but the increase this 
year has been much greater than in any other year, 
except 1880. The opening of the Chicago & Atlantic 
and the heavy shipments by Erie freight lines were 
reasons why there should have been exceptionally 
large earnings after June. Having the monthly earn- 
ings of the New York,’Pennsylvania & Ohio, we are 
able to ascertain those of the old Erie system as 
follows : 


Year. May. June, July. August. September 
1883..$1,669,292 $ .653.991 $1,694,687 $2,068,464 $2,120.338 
1882.. 1,681,798 1,756,684 1,850,260 1,843,144 1,880,215 
1881.. 1,776,890 1,794,982 1,787,080 1,772,895 1,734,199 
1880.. 1,492,544 1,691,812 1,580,97* 1,606,872 1,786,418 





1879.. 1,350,474 112301419 12735533 1'450'223 _1'492°597 

Thus in the last two months, when the incréase of 
the whole system was greatest—when, indeed, the 
whole increase of the year was made—the earnings of 
the two roads were : 














August. 1883. 1882. P.c. 
a ae oe $753,685 $528,430 42.7 
Erie.’.......-. “) 21068;464 —1,843'144 12.2 

MOAB. occ scot $2,822,129 $2,371,574 19.0 

September. 

N Y.,P.&0....... $724,702 $555,606 $169,096 30.4 
_ a eae nee 2,120'388 1,880.215 °240:123 12'8 
Total .. ........$2,845,040 $2,435,821 $409.219 168 


In August we see that each road gained about the 
same amount, though the gains were very different 
percentages of the total earnings. In September the Erie 
gained about two-fifths more than the Ohio road. Ifthe 
gain had been due to a general increase of traffic the 
percentage of increase should have been about in pro- 
portion to the gross earnings on each road—that is, 
much larger on the Erie or much smaller on the Ohio 
road than it really was. If, however, it was due 
wholly or chiefly to an increase of through tratfic 
passing over the Ohio road, then it should have been 
divided between the two roads about in proportion to 
their mileage. Now, on freight interchanged with 
the Chicago & Atlantic the Ohio road has a haul of 
304 miles, and on that exchanged with the Chicago, 
St. Louis & Pittsburgh a haul of 353 miles, while the 
Erie has a haul of 413 mileson both. Thus, on this 
traffic the Ohio road’s earnings should not be very 
much less than the Erie’s, and we therefore infer 
that it was this traffic chiefly which gave the two 
roads their great increase of earnings in these two 
months. But the Erie may have given, and doubtless 
did give, to the New York, Pennsylvania & Ohio traffic 
which last year it gave to other connections, so that 
the actual increase in through traffic over the Ohio 
road should have been greater than the increase on 
the Erie. 





The lowa Trunk Lines and the Union Pacific. 


The Omaha pool meeting on Wednesday of last week 
resulted in an agreement to have another meeting Dec. 13, 
and in the Milwaukee & St. Paul putting off to the end of 
the year the time of its withdrawal, which otherwise would 
have been Dec. 15. More important than this action, 
probably, was the full statement of grievances by the St. 
Paul. The chief of these seems to be that it is not admitted 
to the passenger pool with an equal share of the traffic. It 
is objected that this is no grievance, for it leaves the St- 
Paul free to get all the passenger traffic it can. But the 
practical result probably has been that it has hardly made a 
dollar out of the Omaha travel during the year that it has 
been open, and though the other roads have not made much 
either, that does not help the St. Paul any. 

Apparently it does not claim that it is entitled to a larger 
share of the Jive stock than is awarded it, though for some 
time it bas carried very much more; but it says that this 
surplus has been turned over its road by a combination of 
stock shippers for the purpose of breaking rates, and so, 
having carried the surplus without any fault of its own, it is 
unjust that it should have to pay over all the earnings from 
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the circumstances it claims either that the traffic should be 
diverted to the roads that are short or that they should be 
satisfied to receive the net earnings of the surplus carried by 
the St. Paul; and if it is true that the St. Puul’s excess is 
wholly due to the action of the shippers, this seems a 
reasonable claim. The other roads, however, intimate that 
the St. Paul has made special efforts to secure the traffic 
which it now complains of having to carry without pay. 

A third complaint is that the Burlington, through its line 
south of the Platte, and the Northwestern, through its con- 
nections north of the Platte, are able to cut rates and so 
divert traffic from the Union Pacific which otherwise would 
reach Omaba by that road and gointo the pool, while when 
carried across the Missouri at Blair to the Northwestern or 
at Plattsmouth to the Burlington, it is taken from the 
pool. 

This latter can hardly bea matter sufficiently important 
to make a fight about. A fourth or a fifth of all the traffic 
so diverted will hardly make any one rich. It indicates, 
however. that in case of conflict the Union Pacific might be 
inclined to favor the St. Paul and the Rock Island roads 
rather than the Northwestern, which competes with it a 
little, or the Burlington, which competes with it a great 
deal. 

It is said that at this Chicago meeting the Burlington and 
Northwestern were willing to admit the St. Paul into the 
passenger pool on equal terms, but that the Rock Island 
objected, affirming that it was at great expense for many 
years to secure its position as a well-known Chicago-Omaha 
line, and that it is impossible that any new line can com- 
mand the adyantage so secured. There is much truth in 
this, certainly; but it is also probable that a new line, in the 
course of building up a name and business, is likely to make 
the whole travel unprofitable to every one concerned during 
the process, and that it may be much cheaper to give the 
new line more than it can command at first in open compe- 
tition, than to have it reach its position in the old way, 
costly to itself and just about as much so to everybody else. 

It has also been said that the Rock Island claims that it 
should have an equal share of the Chicago-St. Paul travel if 
the St. Paul has an equal sbare of the Chicago-Council Bluffs 
travel. The Rock Island is perhaps better known to-day as 
a St. Paul line than the Milwaukee & St. Paul is -as a 
Council Bluffs line ; but the latter is as short as the shortest, 
while the Rock Island’s line to St. Paul is quite circuitous. 
Very likely, however, many of the arguments which the St. 
Paul Company used a year or so ago, to show how little St. 
Paul travel the Rock Island could command, come ready 
made for use against the St. Paul now. This isa danger 
which needs to be looked out for now-a-days. When a com- 
pany announces something as a law governing the right dis- 
tribution of traffic 1t should know what effect the applica- 
tion of that law will have on other traffic which it shares or 
hopes toshare. It will hardly pay to be at great pains to 
develop a general principle which will give us 60 instead of 
40 per cent. of the shipments of Smithtown, amounting to 
10,000 tons per year, if the application of the same principle 
will give us 40 instead of 60 per cent. of the shipments of 
Brownville, amounting to 10,000 tons per week. 


Sooner or later nearly every road will have an oppor- 
tunity to have the arguments it uses against its rival 
applied to itself. Just now, for instance, the Erie is 
interested in showing to the Board of Arbitration that the 
newness of the Chicago & Atlantic will not prevent its 
commanding as much of the Chicago shipments as any old 
road can get; and at the same time that the newness of the 
Lackawanna puts it under great disabilities in commanding 
traffic between New York and Buffalo. It is one of the 
advantages of a permanent Commissioner and Arbitrator 
that they will hear the different applications of principles, 
or what are set up as principles, by the same companies. 
This should result in time in the development of a certain 
body of generally accepted traffic laws. 

A report bas been widely spread, the foundation for 
which can be traced to nothing more trustworthy than the 
lively imagination of a Chicago reperter, though we cannot 
say that it has no other foundation, to the effect that a secret 
compact has been made between the Union Pacific on one 
side and the Rock Island and the Milwaukee & St. Paul on 
the other, whereby the former will direct all its east bound 
traffic over the two latter. What these two Chicago roads 
would have to gain by this is obvious ; but it is not so obvi- 
ous what the Union Pacific could gain. We must remember, 
however, that the Chicago, Burlington & Quincy competes 
with the Union Pacific for all the Nebraska traffic south of 
the Platte accessible to both, as much of it is, for the cattle 
from the plains, and for theColorado business at Denver. 
Now the Union Pacific can carry and make rates on 
this traffic only as far east as Council Bluffs, 
while the Burlington carries it to Chicago, 500 miles 
further, to Chicago or St. Louis. This gives the latter a 
great advantage whenever there is any actual competition. 
Itis easy to see that a concession toa shipper might be made 
out of a rate for carriage a distance 700 miles past Council 
Bluffs to Chicago, which would be altogether unprofitable, 
if it came outof arate for carrying 200 miles to Council 
Bluffs. So, if there is active competition between the Bur- 
lington and the Union Pacific, the latter would gain a 
considerable advantage by securing the power to make rates 
through to Chicago, to be divided in agreed proportions 
between it and a road from Council Bluffs to Chicago. 

The Northwestern hes no roads which it controls directly 
west of the Missouri except the St. Paul & Omaha, but the 
Sioux City & Pacific, one of its Iowa connections, bas, and 
altogether there is a considerable system of roads in Ne- 
braska north of the Platte which send their traffic eastward 
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over the Missouri at Blair, and compete at a few point, 
with the Union Pacific, and will probably be able hereafter 
more than her etofore to secure cattle shipments from the 
plains, partly because it has recently completed 
a line up the Niobrara far enough west to reach the 
grazing country, but chiefly because of the completion Of 
the bridge at Blair, a ferry transfer being a great draw- 
back in carrying cattle. This company is entirely distinct 
from the Northwestern, but as the latter receives all its 
traffic, it is for its interest that the Sioux City & Pacific 
should secure shipments rather than the Union Pacific, 
because it gets but one-fifth of the shipments by the latter, 
This gives it a motive for sharing in a cut which the Sioux 
City & Pacific might make to secure traffic, and this being 
so, the Union Pacific is likely to suspect that it does so share 
whether it does or not. The competition of the Northwest- 
ern’s connections west of the Missouri, however, must be 
trifling in comparigon with that of the Burlington’s con- 
nections, 

If, then, the Rock Island and the Milwaukee & St. Paul 
might gain greatly by the compact suggested, and the Union 
Pacific might gain something, why should it not be made ? 
We must not answer this until we learn what effect it would 
be likely to have on the other railroads east of the Missouri, 
from which it would take all the east-bound trattic which at 
present they interchange with the Union Pacific. Of course 
should the Union Pacific turn all its traffic away 
from them, they would, so far as possible, turn all their 
traffic away from it. They, however, have not, like the 
Union Pacific, a number of lines west of Omaha from which 
to choose. The Burlington has its own line to Denver, and 
there connects with the Denver & Rio Grande from Ogden 
—a circuitous route, but one to which the Burlington, 
doubtless, could give a great deal of traffic should it work 
for it instead of the Union Pacific. Further, the Bur- 
lington connects at Kansas City with the Atlantic & 
Pacific route to the Pacific, and the Southern route by the 
Atchison, Topeka & Santa Fe and the Southern Pacific. 
The Northwestern could interchange with the Burlington 
route west of Council Bluffs, and would probably do 
so if given a proportionate share of the east-bound 
traffic, rather than give traffic to the Union Pacific in 
return for nothing. It bas no connection with 
the southern route to the Pacific. But it could work effec- 
tively against the Northern Pacific where the Burlington 
cannot, by taking all Oregon and Washington traffic to the 
Northern Pacific at St. Paul instead of part of it to the 
Union Pacific at Council Bluffs. The Union Pacific, it must 
be remembered, has a share of this Oregon traffic through 
its Oregon Short Line. 

Again, before the Union Pacific decides to cut off the Bur- 
lington and the Northwestern, it will probably reflect that 
the Burlington at Denver is but about 400 miles from the 
Central Pacific at Ogden, and that the present western ter- 
minus of the Sioux City and Pacific is but about 600 mile, 
from the same place, and that these roads, or one of 
them, may push on to that place, and that then the 
Central Pacific may exchange exclusively with them, as the 
Union Pacific would be exchanging exclusively with the 
Rock Island and the Milwaukee & St. Paul, and in such 
case, with a competitor for local traffic on each side of its 
main line all the way from Omaha to Ogden, and no Pacific 
traffic except to Oregon, its last state would be worse than 
its first. 

Thus we see that the Union Pacific may have something 
to lose as well as something to gain by making arrange- 
ments to interchange traffic exclusively with two of its five 
Eastern connections. 








Banquet Statistics. 


The growth of grain exports from New Orleans was men- 
tioned by Governor Cleveland at the Evacuation Day ban- 
quet at the Chamber of Commerce as threatening the 
supremacy of the commerce of New York city. As evidence 
he cited the New Orleans exports for the last two years end- 
ing Aug. 31, as follows : 

1882-83. 1881-82. Increase. Ce 

12,691,015 3,383,923 9,307,092 275.0 
This statement by itself makes the competition of New 

Orleans seem a most formidable thing. At this rate, the 

Governor might say, New Orleans will export 47 millions of 

bushels of grain this year, 174 millions next year—and then 

what will there be left for New York ? 

But in matters of this kind if we do not wish to jump tocon_ 
clusions we need to look over more than two years’ business, 
and if we see any great change from year to year to inquire 
into all the chief facts likely to cause a change, and not into 
a single one. For instance, if there was no grain to export 
one year and a great deal the next, a port might increase its 
exports several thousand per cent. without any great signifi- 
cance. 

First, we shall find that the breadstuffs exports of the 
whole United States were exceptionally small in the first 
year which the Governor mentions. For the fiscal year end- 
ing with June for six successive years they have been, in 
millions of bushels: 

1877-78. 1878-79. 1879-80. 188081. 1881-82. 1882-83. 
191.2 246.6 284.7 283.2 168.1 189.9 
There was thus a decrease of 115 millions in the exports 

of the United States in the year 1881-82 from those of the 

previous years, which may well have made New Orleans 
exports exceptionally small that year. We have not these 
exports for the year ending Aug. 31, but we have the 
receipts of New Orleans for that year, which for six years 
have been (all grains, but not flour): 

3877-78. 1878-79. 1879-80. (1880-61. 1881-82.  — 1982-83. 

11,382,784 12,108,262 17,588,986 19,863.887 8,406,477 16,516,561 
Now for the calendar year the wheat and corn exports of 


Bushels 








3,383,923 bushels given by Governor Cleveland for the year 
to Aug. 31, 1882, the smallest being 6,864,000 in 1878 and 
the largest 14,550,000 in 1880, and for five successive years 
they have been : 
1878. 1879. 1880. 1831. 1882. 
6,863,752 6,706,256 14,550,494 12,218,161 6,346,220 

This indicates that six or seven millions of the annual New 
Orleans receipts are required for domestic consumption, 
there being about that difference between its reczipts and 
exports. We may assume that the New York Chamber of 
Commerce would not wish to deprive New Orleaas of this, 
itsbread. But when we take six millions from the recaipts 
of the year to Aug. 31, 1882, we have asurplusof but 
2,405,000 bushels left, while it leaves 10,50),0)9 bushels 
from the receipts of last year. 

If we compare the New Orleans exports in this last year 
with those of years previous to 1882—which are the only 
ones that can properly be compared with last year, being 
years of large production since the improvement of the 
mouth of the Mississippi—we find that they are very little 
more than in 1881, and nearly a seventh less than in 1880. 
And they are truly a very small proportion of the conatry’s 
exports, and they come from a territory which exports by 
way of Vhiladelphia and Baltimore rather than by way of 
New York. This is indicated by the following statement of 
the percentage of total exports of breadstuffs going from 
the United States by these several ports: 


1878. 1879. 1880. 1881. 1882, 
Philadelphia.......... 12.7 12.1 10.6 7.3 4.7 
Baltimore ............ 16.9 20.5 16.7 15.2 12.8 
New Orleans.......... 3.3 2.6 5.8 5.6 48 

Total of three ports 52.9 35.2 33.1 28.1° 22.3 
BIO Wen cep ccnecnss 45.9 45.6 45.2 42.6 43.2 


Thus we see that the three ports south of New York taken 
together exported a considerably smaller proportion of the 
total breadstuffs exports of the United States in the last two 
years than previously, and that the gain of New Orleans 
was much less than the loss of Philadelphia and Baltimore. 
If this has not prevented a slight decrease in the percentage 
exported from New York, it has been because of the larger 
production and exports of the Pacific coast, which have 
brought down somewhat the percentige at all Atlantic 
ports. 

The fact is that there is no indication whatever, so far, 
that New Orleans is becoming or will become a formidable 
competitor of New York for the grain-exporting trade. It 
does get some grain that New York might have got had the 
port of New Orleans been more difficult of access; but most 
of the New Orleans receipts are for domestic consumption, 
and they come from parts of the country which are for the 
most part well settled, and where production does no4 
increase rapidly. The country where grain production is 
increasing most rapidly ships almost nothing to New 
Orleans, but to New York and Boston chiefly, and, as we 
have pointed out heretofore, Boston has become a much 
more formidable competitor of New York than any of the 
other three cities, or perhaps all of them taken together. It 
competes successfully with New York for the great and 
growing flour exports, fur the provision exports, and, more 
important still for a commercial city, for the imports. 

The lesson which Governor Cleveland endeavored to 
enforce by his statistics, however, was a thoroughly good 
one, namely, that New York merchants ought to take paios 
to have their city represented in the State Legislature by 
men of character and capacity, and not leave a gang of 
venal politicians to represent the great commercial interests 
of the great commercial city of the continent. 











Record of New Railroad Construction. 


This number of the Railroad Gazette contains informa- 
tion of the layiug of track on new railroads as follows: 

Allegheny Iron Co.—This company’s road has been com- 
pleted from the Chesapeake & Ohio near Covington, Va., to 
Dolly-Ann Furnace, 5 miles. 

Burlington & Northwestern.—Extended westward to Os- 
kaloosa, Ia., 14 miles. Gauge, 3 ft. 

Grand Trunk.—This company’s Michigan Air Line is ex 
tended from Stockbridge, Mich., westward to Jackson, 
miles. 

Louisville, Evansville & St. Louis.—A branch is con 
pleted from Mott, [nd., south to Corydon, 9 miles. 

Vicksburg, Shreveport & Pacific.—Extended westward |» 
Choudrant’s, La., 5 miles. Gauge, 5 ft. 

Union Pacific.—This company’s Oregon Short Line is ex 
tended from Caldwell, Idaho, north by west to St. Paul, 3) 
miles. 

Wisconsin, Iowa & Nebraska.—Extended from Baxter, 
Ia., southwest 20 miles, completing the line between Mar- 
sballtown and Des Moines. 

This is a total of 102 miles of new railroad, making 5,819 
miles thus far this year. The total new track reported in 
our columns to the corresponding date for 12 years past has 


been as follows : 
Miles. 
5,819 
... 9,574 
... 7,353 | 1875. 
. 5,624 | 1874... 
3,445 | 1873. ...... 
IST | Eee. ba cedtsss esdecciode 


The statements include main track only, no account being 
taken of second tracks or other additional tracks or sidings. 


1877 
1876. 














THE CANADIAN Paciric RatLway, it is reported, 
next spring will run regular immigrant trains from Mon- 
treal to Algoma Mills, on Lake Nipissing, in connection 
with its steamer line from Algoma Mills to Port Arthur, on 
Lake Superior, and trains from Port Artbur to Winnipeg, 





by which it w  arry passengers for $10 each, and in about 





| 
| 


ar 


ILE 








812 


the same time as that of emigrant trains from Mon- 
treal to Chicago. The distance from Montreal to Algoma 
Mills is about 400 miles ; from Port Arthur to Winnipeg, 
455 miles ; while the steamer route from Algoma Mills to 
Port Arthur is about 530 miles. The route is much more 
direct than any all-rail line can be made, but its entire 
length is about 1,365 miles. The regular immigrant rate 
from New York to Chicago is $13, the distance being 912 
to 980 miles, according to the route. From Chicago to 
Winnipeg is 867 miles. From Montreal by the shortest all- 
rail line to Winnipeg (by the Grand Trunk to Chicago) is 
1,674 miles. The Canadian Pacific steamers will ouly have 
to sail the 530 miles to Port Arthur in the time required to 
travel 840 miles by rail on the other route to make as good 
time between Montreal and Winnipeg as is made by the all- 
rail route—and this ought to be easy. 

The Canadian Pacific has a motive for making a very low 
rate from the seaboard to the Far West which no railroad 
from an Atlantic port bas had before. Its system is chiefly 
in the West, and it bas there an enormous land grant. 
Neither land nor road can be profitable until this territory 
is peopled and made productive. The grain raised by these 
people for sale, and the supplies purchased by them, the rail- 
road may expect tocarry, not only over the lines west of 
Winnipeg, or the 435 miles from Winnipeg to Lake Superior, 
but over the 1,265 miles from Winnipeg to Montreal. No 
land-grant road in the United States has ever had a line 
which gave it so long a haul, or anything like it, from a 
great body of fertile land. 

It has been decided to open for settlement a wide belt of 
land along the Dakota border in the Dominion which hitherto 
has been withheld, and it is expected that there will be a 
great rush of settlers to secure these lands, which are at a 
considerable distance south of the main line of the Cana- 
dian Pacific, but may be reached by branches. 

One effect of this very low rate is likely to be, it 
would seem, that the Grand Trunk, heretofore the 
chief carrier of Manitoba immigrants, should cease 
carrying them altogether. Even if it should’ be 
willing to carry them to Chicago for nothing, the 
roads’ northwest of Chicago would hardly consent to 
carry them the 867 miles to Winnipeg for $10. The Grand 
Trunk, it is true, might make a lake-and-rail route, which 
would enable it to deliver the immigrants at Duluth 
at small cost, while from Duluth the Northern Pacific, in 
connection with the Manitoba, makes a line 470 miles long 
to Winnipeg. But none of these roads have much motive 
for making a rate to Manitoba which does not yield a direct 
profit. The St. Paul & Manitoba will, doubtless, profit by 
the settlemeut of the British Northwest, though probably not 
much now that the Canadian Pacific affords a direct outlet 
as heretofore. If the rate were a competitive one, designed 
to divert the immigrant travel from other roads to the 
Canadian Pacific, it would doubtless be considered bostile to 
the other trunk lines as well as to the Grand Trunk, but it 
is so manifestly made without expectation of bringing any 
direct profit to the Canadian Pacific that it is doubtful if it 
causes any ill feeling. 

Tbe immigrants to Manitoba come chiefly from Canada 
and Great Britain, very few from the United States. Those 
who emigrate from Canada go chiefly from country on 
Grend Trunk lines; and of those from England by far the 
greater pumber, we believe, arrive at Montreal, so that 
American trunk lines are not hkely to be much affected. 
The Michigan Central formerly curried a large part of the 
emigration from Canada, but it probably lost most of this 
iast season. The lines northwest of Chicago, however, have 
bad substantially the whole of the Manitoba immigration, 
whether from Canada or Europe, and the loss of it will 
make a considerable difference in their passenger earnings. 








THE Martetta & CINCINNATI -RAILROAD (now the Cin- 
cinnati, Washington & Baltimore) is the subject of an arti- 
cle by an English investor, who complains that its manifold 
financial difficulties and the great losses of those who invested 
in it must have been due to the stepmotherly conduct of the 
Baltimore & Ohio, which has always controlled it. He cites 
us evidence the increase of 38 per cent. in the earnings of 
the Baltimore & Ohio from 1871 to 1881, while on the Mari- 
etta & Cincinnati the increase was but 14 per cent., but for- 
gets to note that during this period the Baltimore & Ohio 
added 78 per cent. to its mileage; the Marietta & Cincin™ 
nati 13 percent. From 1873, when the Baltimore & Obio’s 
‘main line and branches” were 497 miles, to 1881, when 
they were 593 miles, the earnings of this part of its property 
decreased from $12,253,000 to $11,122,000, while the Mari- 
etta & Cincinnati’s decreased only from $2,127,000 to 
$2,120,000. 

This critic says it is inexplicable that the Marietta & Cin- 
nati should have shown no development whatever, and inti- 
mates that the road has been worked for the benefit of the Bal 
timore & Ohio at the expense of its own share and bondhold- 
ers. This is a charge that is often made in England,those who 
make it, apparently, supposing that some arbitrary division 
of a through rate may be made, giving one road ina line a 
high price and another a low one for carrying the traffic, 
and ignorant of the “ pro-rating” rule which governs traffic 
over all the trunk lines and their western connections this 
side of Chicago and St. Louis, which causes the controlled 
road to get just the same proportion of the rate as any 
other road in the line. 

The Marietta & Cincinnati was unprofitable to its proprie- 
tors because, in the first place,it was costly, its fixed charges 
for interest and rentals amounting to $1,288,000 ($4,100 
per mile)before the late reorganization, to say nothing cf the 
$14,000,000 stock, while its gross earnings have never ex- 
ceeded $7,600 per mile, and its net earnings have been from 
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$720 to $1,576 per mile. The fact is that in spite of the 
great expectations entertained of it when it was built, it isa 
rvad of light traflic, for a trunk line to Cincinnati, When 
its passenger and tonnage mileage were last reported, in 
1877, they were at the rate of 103 passengers and 488 tons 
of freight each way daily over the whole length of the road. 
The earnings have increased more than one third since 
1877, and _ the traffic still more, doubtless; but for 
a trunk Hine with a small proportion of branches 
the traffic is still small — small in comparison 
with the 410 passengers and 2,900 tons of 
freight daily over the Fort Wayne, for instance. There are 
no large towns cn the road except Cincinnati, and its local 
traffic therefore is not great. That the road has not been 
managed in the best way may all be very true, and it is cer- 
tainly true that it has given an extremely poor return— 
often no return at all—to those who have invested their 
money in it; butit is not a property that van be expected to 
make the large profits which were required to meet its fixed 
charges under the old organization, and the best kind of 
management could not have made it doso. It has always 
been the Baltimore & Ohio’s sole route to Cincinnati, and 
its own interests have compelled the latter to cultivate busi- 
ness by it. 


CuicaGo THROUGH RAIL SHIPMENTS EASTWARD for the 

week ending Nov. 21 for four successive years have been: 
1880. 1881. 1882. 1883. 

Be 49,421 50,401 53,850 

The shipments this year were thus 3,449 tons (7 per cent.) 
more than last year and 9 per cent. more than in 1881, but 
only 11¢ per cent. more than in 1880, 

The percentage of the total shipments carried by each 
road this year and last was: 











1883. 1882. 1883. 1882. 
C. & Gd. Trunk.... 12.4 15.3 | Fort Wayne....... 21. 17.1 
Mich, Con.......5-. 17.9 24.7 |C.. St. L. & Pitts.. 12.9 18.2 
Lake Shore........ 11.4 18.2 | Balt. & Ohio....... 5.7 6.5 
Nickel Plate ....... 8.1 .. | Chie. & Atlantic... 10.3 Pas 


The most notable feature this year is the very small per- 
centage going by the Lake Shore; the three Vanderbilt 
roads together took 87.4 per cent. of the whole, against the 
43% per cent. to which they are entitled; the two Pennsy]l- 
vavia roads carried 34.2 per cent., against their allotted 
27%. 

For seven successive weeks the shipments this year have 
been: 





—— ————Week ending-—— -—_—_-—_—_—_ -—__ - 
Oct. 7. Oct.14. Oct.21. Oct.31. Nov.7. Nov.14. Nov. 21. 
43,723 44,926 43,721 44,083 48,769 485,390 53,850 

The increase over the previous week is large. 
a similar increase at this time last year. 

For the four days ending Nov. 25, being the last days of 
the 25 cent. rate, the through shipments were 35,306 tons 
this year. This includes one Sunday, so the time may be 
considered but half a week, which makes the shipments at 
the rate of 70,612 per week, which has been equalled in but 
one previous week of this year (the first week of March), iv 
five weeks of 1882, in but one week of 1881 (the first of the 
railroad wars), and in two weeks of 1880. 

Of the shipments for these four days 13.7 per cent. went 
by the Chicago & Grand Trunk, 15.1 by the Michigan Cen- 
tral, 10.2 by the Lake Shore, 6.5 by the Nickel Plate, 19.6 
by the Fort Wayne, 14 by the Chicago, St. Louis & Pitts- 
burgh, 4.5 by the Baltimore & Ohio. and 16.6 by the Chi- 
eago & Atlantic. 

The next report will be for the last five days of Novem: 
ber, when the shipments were at the new advanced rates, 
which will tend to reduce shipments. Last year the rates 
were not advanced until Dec, 1, and the expectation of the 
advance tended to increase shipments down to the end of 
the month, They were, in fact, very large, but this did 
not prevent the December shipments from being very large 
too, 

The incomplete report of through and local shipments of 
flour, grain and provisions for the week ending Nov. 
24 gives the total as 55,074 tons, against 41,027 tons in the 
corresponding week of last year and 52,048 in the previous 
week of this year. The flour shipments were much less than 
last year; the grain and provision shipments much greater. 

The report (also incomplete) of these through and local 
shipments for the week ending Dec. 1 gives the total as 
67,492 tons, against 46,538 tons in the corresponding week 
of last year and 55,074, as we have just seen, in the previous 
week of this year. This week ending Dec. 1 was the first 
week of this advanced rate, and it may seem strange that it 
should show such a very great increase over a week when 
rates were lower. But no doubt a very large part 
of the shipments reported for the last week—probably the 
largest part—was billed at the old rates from points west of 
Chicago, or even at the Chicago elevators or packing 
houses, but did not reach the several roads to the East until 
last week. It is usually the case that a very large propor- 
tion of the shipments from Chicago the first week the rates 
are raised are shipped at old rates. Last year the shipments 
for the last nine days of November, which were the last 
days of the 25-cent rate, were at the rate of 57,206 
tons per week, and in the first week of December—the first 
of the 30-cent rate—but 23,970 tons were billed at that 
rate. What the total shipments were in just that week we 
do not know; but for the week ending Dec. 9 the through 
aud local shipments were no less than 50,933 tons. 


There was 





CANAL GRAIN SHIPMENTS FROM BUFFALO have a special 
interest this year, because it was the first season of the free 
canal, which has relieved the boatmen from a payment of 
just about one cent per bushel, and so enabled them either 
to carry for a less priee than heretofore, or to make a larger 
profit. Actually, itis reported, the average rate received 
has been nearly a cent a bushel more than last year, so that 
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the boatmen must have made a great deal more than then, 
when, however, their profits were almost nothing. ‘There 
has been a large increase over last year in the shipments by 
canal, and this is commonly attributed to the abolition 
of tolls; but what possible effect this could have had upon 
shippers when they had to pay more and not less than 
before the abolition, we do not understand. The increase 
from 29,716,000 bushels last year to 42,600,000 this is 
certainly a very great one: but, perhaps, if we look to the 
business of years previous to 1882, we shall not find this sea- 
son’s shipments so remarkable. For 12 successive years the 
Buffalo shipments of grain by canal have been: 





Year. Bushels. | Year. Bushels. 
eee te el) rr ere 58,815.67"2 
a ae eee +++ 01,432,182 | 187V. . sed) 99 «00 cee 
DTG ccscccss nccccccMgees GU | POO ccccsne « 0ccce de 
oy ee -» 36,702,563 | 1SB1L.... 2... 2c bec c eek TO, SOE 
 Saeeweeere UY Cee 29,715,411 
EE hae asvavedans oka 44,308,119 | 1883 ..... aban Choaas 42,628,774 


The canal then carried 13 millions less than last year, 
when there was little grain (especially corn) for anyone to 
carry much of the season, and 111, millions more than 1881 
when the railroads by carrying for nothing diverted grain 
from the canal; but it carried 2914 millions less than in 
1880, 111¢ millions less than in 1879, 16 millions less than 
in 1878, and even 1%, millions less than in 1877, in which 
year the whole grain movement was exceptionally light 
until after harvest. The rail rates have been the same this 
year as last. 

The canal grain movement this year, then, cannot be 
called a very large one. It is considerably below the aver- 
age of the five years previous, which was 49, 196,000 bushels, 
in spite of the light shipments in 1881 and 1882. 

Nevertheless the abolition of the tolls doubtless somewhat 
increased the canal shipments. It made the boatmen’s business 
much more profitable than it had been, and doubtless pre- 
vented some from giving it up, though as, with the tolls, the 
profits would still have been greater than last year, we can- 
not be sure how much effect this bad. But it may very 
likely have had a considerable effect on keeping up the stock 
of boats, and so will be felt hereafter more than this year. 








A HEAVY PASSENGER TRAFFIC was that over the New 
York elevated railroads on Evacuation Day, Nov. 26. The 
number of passengers carried and the receipts for carrying 
them were, teking the different lines from the east to the 
west side of the city, in their order: 


No. pomecents. Receipts. 

Second avenue......... . ET ee $2,137 45 
NING S50 sae: och suebaen tsasane 188,502 15,235 00 
Sixth avenue........ Se ae SR ee eye 105,408 8,877.10 
OE Fr eer 37,345 3,009.95 
LE TET E ee 29,269.50 


In 1881-82 the average number of passengers carried 
daily on all these roads was 236,606, so that the Evacua- 
tion Day travel was 125,042, or 53 per cent., above this 
average. But not only was the travel exceptionally large, 
but the average rate received was exceptionally high, for 
neither going to nor returning from the observation of the 
ceremonies could be’ done conveniently in ‘‘ commission 
hours” at the 5-cent rate. The average rate actually 
received was 8.09 cents, while for the year 1881-82 the 
average was 6.86 cents. The difference in the rate alone 
was equivalent to an additional profit of $4,450 on the day’s 
business. 

The gross earnings of the Third Avenue line for this 
single day were at ghe rate of $1,792 per mile. A great 
many railroads in this country do not make as much in six 
months, and there are several whose yearly earnings are no 
greater; but the elevated railroad passengers are carried 
at very low rates when their journey is of considerable 
length. 

The profit on the day’s business was doubtless still larger 
in proportion to the average than the gross earnings, not 
only because the average feres were higher, but because 
the increase in travel was carried with little increase over 
the average daily expenses. It is not possible to add many 
to the number of trains over the two busiest lines, because 
there are ordinarily nearly as many trains on them as can 
be run with safety. Thus the larger part of the increase in 
traffic, we may assume, was provided for simply by carry- 
ing more passengers in a train, which added but an insig- 
nificant amount to the working expenses. 

We may compare the great traffic on the Third and Sixth 
avenue lines Evacuation Day with the heaviest tre fic 
yet had on the Berlin City Railroad, which extends through 
the centre of the city from east to west, has four tracks, and 
serves as the city entrance of through and suburban trains 
for the railroads east and west of Berlin, as well as for city 
travel. This heaviest travel was on Whitsunday and Whit- 
monday this year, and amounted for the two days to 
152,587 passengers, or 76,294 per day. The road is seven 
miles long, a mile and a half shorter than the Third avenue 
road, It can bear much larger trains than any of our 
elevated railroads, though how much its capacity is increased 
by that fact it is hard to say, as it would be very dangerous 
to run very heavy trains with the intervals of two minutes 
or less, common in the busiest hours on the New York 
roads. 








THE CHICAGO,BURLINGTON & QUINCY seems really intend- 
ing to build aline to St. Paul, which will probably extend 
for most of its length near the east bank of the Mississippi. 
The newspapers talk of its locating a line between Clinton 
and Galena along the river ; but this would not be a short 
route for it to reach Galena. Forreston, where its Chicago 
& Iowa road strikes the Illinois Central, is about as near 
to Galena as Clinton is, and is about 30 miles nearer to 
Chicago. Buta river line would give it a better route be- 





tween St. Paul and_St, Louis and St. Paul and Kansas City, 
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It does notappear necessary that the Chicago, Burlington 
& Quincy should build any road south of Dunleith in order 
to make aline from Chicago to St. Paul. If the Illinois 
Central can be satisfied to use 120 miles of the Burlington’s 
road as an outlet to 482 miles of line west ‘of Forreston, the 
Burlington ought to be satisfied to use 78 miles of the Iinois 
Central, to connect it with 250 miles new road between 
Dunleith and St. Paul. 

The project is an acknowledgment of the great and 
growing importance of the Northwest. The Burlington 
road was virtually first in Kansas City, long the chief out- 
let of the country where traffic grew fastest, was early at 
Council Bluffs, and by its system of roads in Nebraska 
became the chief beneficiary of the growth of Nebraska. 
It is comparatively late in starting for St. Paul and 
Minneapolis, but doubtless early enough to reach them long 
before their recent rapid growth becomes moderate only. 

With such a line completed the Burlington would have a 
western terminus at Denver, a southwestern terminus at 
Kansas City, and a Northwestern terminus at St. Paul, the 
latter place being about 400 miles north and 70 miles east 
of Kansas City; besides a southern terminus at St. Louis. 








THe LAKE SupERIOR IRON ORE SHIPMENTS have been 
much less this year than last (21 per cent. less), and so much 
has been said of the bad condition of the business that one 
might suppose that the shipments had been positively small, 
This is far from being the case, however. For seven succes- 
sive years the shipments have been - 


Year Tons. | Year. Tons. 

EE a oe eae 2,199,477 
Dciheeccednedeanes PK. Fl ree 2,810,513 
Seas 1,303,679 es dinkkh aes eee 2,218,750 


Tee) 

‘fhus the large decrease this year after all leaves the sbip- 
ments substantially the same as in 1881, when they were 
larger than ever before. The shipments having increased un- 
interruptedly from 1877 to 1882, and being nearly 200 per 
cent. greater in the latter than in the former year, it can 
hardly be matter for surprise that at last there should be a 
reaction. After all the shipments this year are 20 per 
cent. more than in 1880 and 70 per cent more than in 1879. 

In this, as in many other enterprises in this country, the 
people engaged in it, or many of them, seem to prepare for 
a production, at the time the consumption is growing fastest, 
as if they could safely count on the continuance of that rate 
of growth forever. Perhaps if they bad been asked last 
year if they expected that, instead of the 2,800,000 tons 
taken that year, 8,400,000 would be required in 1887—in- 
creasing at the same rate for the five years following as for 
the five years preceding 1882, they would have acknowledged 
that to be an extravagant expectation; and yet many of 
them were preparing to increase their output at a rate which 
would soon double or treble the total production. This is 
especially likely to be the case with new mining and some 
other properties, from which no income can be obtained 
until they are opened. The owner, anxious to make some 
profit from his property, must increase the aggregate pro- 
duction in order to do so, and if it isa time of decrease in 
consumption, the effect on the market price is likely ‘to be 
great and sudden. This has been exemplified on a large 
scale in the anthracite coal business. Even now it seems 
that some mines are being opened in the Lake Superior 
region, and the capacity of old ones increased. 

The Lake Superior mines have increased their production 
within the past ten years much mure than in proportion to 
the increase in pig-iron production of total ore consumption 
because their ore is peculiarly fitted for making Besse- 
emer steel, and is accessible by lake and short railroad 
hauls to the chief iron-making districts. The decrease 
in shipments this year may have been much more than 
the decrease in consumption, because there was a great 
stock on hand at lower lake ports last year and a small 
one tkis year. It will be interesting to see whether, if 
we have a period of reduced irun production now, there 
will continue to be an increase in the proportion of this ore 
used, as there was after 1873—whether Lake Superior can 
underbid the other ore districts when there must be a re- 
duced production somewhere. 








THe Hoosac TUNNEL Ling, formed by the Fitchburg 
Railroad, the Troy & Boston, the New York Central and 
the New York Central’s connections west of Buffalo, will be 
broken up by the withdrawal of the New York Central. 
The contract of the freight line required three months: 
notice of withdrawal, and the New York Central gave the 
required notice of its withdrawal March 1. It will also 
cease to haul through passenger cars for this route after 
December. 

By far the larger part of the Central’s traffic has always 
gone by the Boston & Albany, but it has done business with 
the tunnel route since its completion. The Erie, connecting 
by the Boston, Hoosac Tunnel & Western instead of the 
Troy & Boston, bad its first Boston line by the tunnel route, 
but bas latterly interchanged largely and perhaps chiefly 
with the New York & New England. The Erie seems to 
prefer a multiplicity of connections, the New York Centray 
concentration, though the Erie has not until recently had 
much room for choice. ‘ 

The West Shore will doubtless make a line with the Tun- 
nel route, but will connect with the Hoosac Tunnel & West- 
ern and not with the Troy & Bostun, which, without the 
New York Central, would seem to have its occupation gone. 
It has had no profits to spare, its fixed charges having ex- 
ceeded its net earnings in 1881 and 1882. But it is not yet 
plain how the West Shore will secure traffic for New Eng- 
land. The Grand Trunk will doubtless bring it New York 
traffic, but the Grand Trunk has a line of its own to New 








England, and will hardly be disposed to take traffic from 
that and give it to another line between Buffalo and Bos- 
ton. 

A New York paper has intimated that the New York 
Central withdraws from the Tunnel Line to ‘cripple ” the 
new West Shore road, soon to be open between Buffalo and 
Albany. It is a little difficult to understand how the West 
Shore can be crippled or otherwise than benefited by the 
Central’s turnivg away from itself a traffic which the West 
Shore wants. If the Central remained in the line, the Mas- 
sachusetts roads in the line would have been compelled to 
give it part at least .of the traffic which theyvarry west- 
ward ; now that the Central is out they can give the whole 
of its share to any road that may take its place. 








THE INCREASE IN THE NORTHWESTERN GRAIN MO VEMENT 
which we last week said was seen in the receipts for the 
week ending Nov. 17, grew again in the following week, 
when they were very much greater than ever before known 
at this season, and nearly 50 per cent. larger than last year, 
when they were larger than ever before. 

For six successive weeks the receipts of the Northwestern 
markets have been : 








: Week ending -- -— 
Oct. 20. Oct. 27. Nov. 5. Nov. 10. Nov. 17. Nov. 24. 
6,259,317 6,256,6)9 6,020,059 5,942,156 6,448,480 7,208,607 


Thus in two weeks there has been an increase in the re- 
ceipts of no less than 1,266,451 bushels, or 21 per cent., at 
a time when receipts are usually decreasing. 

It is noticeable, again, that a very large proportion of the 
receipts are wheat, and in spite of the short crop the re- 
ceipts of this grain for the last week are very much larger 
this year than in any other—nearly one-half larger than 
last year, when the crop was enormous, and 43 per cent. 
more than in 1880, when also there was a great crop. 

We might say that these large receipts at the Northwest- 
ern markets were to secure shipments to the East before the 
rates were advanced, Nov. 26. This sounds plausible, but it 
is not confirmed by the course of rail shipments from the 
Northwestern markets, while the lake shipments have 
greatly fallen off. For the six weeks of the receipts chron- 
cled the rail shipments of these markets have been : 





———_- ———_ - —_—— -— Week ending 
Oct. 20. Oct. 27. Nov.3. Nov.10. hov.i7. Nov. 24. 
2,226,790 2,127,925 2,026,258 2,375,648 2,371,186 2,427,292 
Thus the increase in shipments has been but a very small part 
of the increase in receipts, and there has been, we may add, 
a considerable increase in the stocks at the Western markets, 
which now are exceptionally large, and which must come 
forward by rail or wait for the opening of lake navigation 

next spring. 








British Live Stock TRAFFIC seems to be quite sta- 
tionary. The Railway News has recently collated the 
receipts for carrying cattle by fourteen railroads in the 
United Kingdom for the last seven years, intending to show 
the effect on the traffic of the measures taken to prevent the 
spread of contagious cattle diseases. It appears that the 
the aggregate receipts from this traffic were greatest in 
1882, when they were £1,282,907, but only £51,959 (41 
per cent.) more than in 1876. But they were smallest in 
1881, namely, £1,096,614, which is 61, per cent. less than 
the year before, and 11 per cent, less than in 1876. The 
average for the first three years were £1,227,982; for the last 
four years it was £1,173,078. The business may be said 
to produce less than $6,000,000 per year. The fluctuations 
from year to year on some of the roads are greater in pro- 
portion than in the total, but in few cases where the traffic 
is considerable has there been an increase or decrease of as 
much as 10 per cent. ina single year. On the London & North- 
western the cattle earnings fell 714 per cent. from 1878 to 
1879, 314¢ per cent. from 1879 to 1880, 414 per cent. from 
1880 to 1881, when it was £191,961, and £32,600 (1447 per 
cent.) less than in 1878; but in 1882 there was an increase of 
£38,018 (20 per cent.), more than making up for the con- 
tinued decrease of the four years previous. This road 
carries nearly twice as much as any other, in 1882 
having 27 per cent. of the cattle earnings of the English 
roads, the Great Western following with 14 percent. But 
the London & Northwestern’s earnings of $1,120,009 in the 
year when they were largest, not to say the Great Western’s 
$585,000, probably are considerable exceeded on some of 
our railroads between Chicago and the seaboard. 








Mr. Jonn F. DesMaZEs, Auditor of Freight Accounts of 
the New York Central & Hudson River Railroad Company, 
died at his residence in Brooklyn, N. Y., on the 3d inst. 
after a long iliness. He became connected with the Hudson 
River Railroad Company in 1852, when the late E. D. 
Morgan was President, and continued through all the suc- 
cessive administrations of that company ; and upon the 
consolidation of the Hudson River with the New York Cen 
tral was appointed by Mr. Vanderbilt to the same position 

over the entire line. He inaugurated a system of freigh 
accounts on the Hudson River road, which is considered by 
many the simplest and most perfect of any in the country, 
and upon consolidation extended it to the Central Division, 
and it has remained in successful operation ever since, and 
has also been adopted by numerous other companies whose 
officers have all testified to its practical and complete adapt- 
ability to the service. Thirty-one years of continuous and 
meritorious service with one corporation, with no question 
ever raised as to his competency, honesty or integrity, 
needs no other praise so far as official acts are concerned. 
Such a record is sufficient. His personal qualities were em- 
blematical of his pure Christian life and character, and his 
natural courtesy, warm friendship and kindly thoughtful 
ness for those about him endeared him closely to all. The 





company has lost a most valuable and efficient officer, and 
those connected with the company a sincere and steadfast 
friend. His was indeed * the best-conditionec and unwearied 
spirit in doing courtesies.” 








BiG CaR-LOADS have become common, we know, but we 
were not prepared to hear that they had grown so enormous 
as the Chicago Tribune makes them. It says that, ‘* Form- 
erly a common car-load was 10 tons. Now this has gradu- 
ally been increased to 25,000 tons.” As Artemus Ward 
would have said, “surely, this is too much.” The Tribune 
says that “‘ it is claimed that no more than 15,000 to 20,000 
tons should be allowed to be loaded intoacar.” Truly this 
is a safe claim to make. 

It is rather puzzling to guess what the Tribune meant to 
say. It could hardly be pounds that should go in place of 
tons, for probably no one would propose to limit a car-load 
to 15,000 or 20,000, and few if any would limit it to 
25,000 Ibs. even. There are too many cars successfully 
carrying 40,000 lbs. to permit that. It is true that cars 
built to carry 20,000 Ibs. (scarcely any 8-wheeled cars have 
been built to carry less for many years), do not always 
stand loads of 30,000 and 40,000 Ibs. very well ; and the 
change that is needed is to avoid putting the big loads iu 
the weak cars. The Jriiune, however, says that the big 
loads are causing rails to break very frequently. If 40,000 
Ibs. of load and 20,000 lbs. of car on eight wheels break 
the rails, what will 100,000 lbs. of locomotive on the sanie 
number of wheels do? We shall not easily get a car-load 
heavy enough to strain the rails as a locomotive does. It 
looks asif the Chicago Tribune didn’t know what it was 
talking about. 





THE MARKET FOR IMPORTED RalILs, we said recently, 
might continue at Gulf ports and on the Pacific coast, when 
imports were impossible by way of Eastern ports. This 
statement is very strongly confirmed by the report, just pub- 
lished, of the Bureau of Statistics giving the quantities of 
steel rails imported at each port for the year ending with 
June last, as follows: 


Tons. Tons. Tons. 
Bath, Me..... 1,535 Mobile.... 6,902 San Francisco. 57,167 
ON it nites 2 N.Orleans.43,399 San Diego..... 3,498 
New York... 3,333 Galveston 5,103 
Baltimore.. . 1,292 
Beaufort, N. 
Carolina... 2,171 


Atl. ports.. 8,571 Gulf ports 55,904 Pacific ports. 60,665 

Thus out of 125,140 tons in all, only 6.8 per cent. came to 
Atlantic ports, 44.7 per cent. to Gulf ports, and 48.5 to Paci- 
fic ports; and more than four-fiftbs of the whole came to 
the two ports New Orleans and San Francisco. 








THe Trunk LinE BOARD OF ARBITRATION, which is to 
decide finally what percentages of the east-bound freight 
the several trunk lines shall have, and also what shall be 
the distribution of the Chicago shipments among the eight 
roads to the east which connect with the trunk lines—this 
board has been completed by the selection of Mr. Hugh 
Riddle, late President of the Chicago, Rock Islend & Pacific 
Company, and of Mr. John C, Gault, late General Manager 
of the Wabash—men of the bighest rank in the railroad 
world, both retired from active service, and universally re- 
spected for character as well as ability. They will sit with 
Mr. Adams, the permanent Arbitrator, examine the records 
of the course of traffic heretofore, kept in Mr. Fink’s office, 
and the arguments presented by the several companies in- 
terested, and decide the extremely complicated question in 
the light of these facts and arguments. 








THE DECREASE IN TRANSPORTATION RATES SINCE 1872, 
says Mr. Joseph Nimmo, Jr., the Chief of the Bureau of 
Statistics, has been the chief cause of the increase in the 
value of our exports of breadstuffs from $84,586,273 in 
1872 to $208,040,850 in 1883, and of the increase in the 
value of the exports of provisions from $59,696,670 to 
$107,388,287, and he adds that ‘‘The United States now 
enjoys the advantages of the cheapest and most efficient 
system of internal transportation of any country on the 
globe.” 








A Quiet Passenger. 

A big, burly, good-naturedly aggressive man entered a 
Charlestown, Mass , horse car oe accompanied by a 
huge turkey, and, having seated himself, he placed his tur- 
key in a sitting position oa the seat beside him. The car 
filled rapidly, and, although several ladies were compelled 
to stand, the turkey kept his seat, guarded by its burly 
owner. When the conductor came through the car he no- 
ticed the turkey and, addressing the man, said: ‘‘ You will 
have to take that turkey up.” 

‘* What for ?” 

** To let some of these people sit down. 
him on that seat.” 

** What's the reason I can’t ?” 

‘* Because these people are as much entitled toa seat as 
your turkey.” 

‘* Well, who said they weren’t ? This turkey ain’t bother- 
ing any one und I'd like to see any one bother bim.” 

* You'll have to take him up, anyhow ; he isn’t a passen- 

er.” 
<< No, he isn’t. He’s a deuced sight better than the average 
passenger you carry. He’s cleau, he atn’t telling all he 
knows, be isn’t drunk, he don’t smell of tobacco, and he don’t 
spit all over the floor.” ; 

By this time all the passengers were laughing, and the 
peculiar appearance of the tarkey, as he sat bold upright 
with his legs spread out on the seat, added tothe merriment. 
The conductor, annoyed at the laughter, excitedly said: 
“Every seat in this car that’s occupied has got to be paid 
for ; now you take that turkey up, or get out.” 

‘“‘T won’t doit. Here’s a ticket for him, and see that you 
punch it. I guess it don’t make much difference toa rail- 
road company what kind of an animal occupies a seat so 
long as its paid for.” So the turkey kept his seat, to the 
great enjoyment of the passengers.— Exchange, 


You can’t keep 
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Radial Drill and Axle Lathe by the Machine Tool 
Works, Philadelphia. 


The engravings represent two machines by the Machine 
Tool Works of Philadelphia, which were exhibited in the 
Chicago Exbibition of Railway Appliances. They repre- 
sent many notable and original features well worthy of at- 
tention and examination. Some of these can be seen in our 
illustrations, while others cannot be displayed without de- 
tail drawings. 

Fig. 1 isa car and locomotive axle turning lathe, very 
heavy and powerful, and apparently capable of doing its 
work to good advantage. The design of the machine is neat 
and simple, with one or two new devices. For instance, 
there isa pulley upon the main spindle, and the driving 
gears arranged to slide out of contact, and by means of this 
pulley, driven by a belt from the counter, the axle can be 
made to rotate with a sufficient velocity for filing, so that 
those who prefer to file their axles in the lathe can do so. 
This arrangement is also useful for turning and trueing the 
centres. It has also three changes of feed motion, which is 
an unusual number for an axle lathe. 

Fig. 2 isa 6-ft. arm universal radial drill. In this the 
broad base-plate and angel table afford perfect facility for 
securing work to be drilled or bored. The rotary column is 
fastened down upon a base of ample dimensions at the 
height of the table, that is, as high as possible, thus securing 
the greatest possible stiffuess of structure and allowing the 
driving gear, which is situated in the base, to be connected 
in a very simple manner with the radial arm and spindle- 
The radial arm is raised and lowered upon the column by 
8 power, the will of the workman, and rotated upun its 
axis by means of convenient worm-gearing. The drill-car- 
riage also rotates upon its axis at right angles tothe radial 
arm. These motions, together with the rotation of the 
column, enable the machine to drill and bore in any direc- 
tion whatever. The feed-gearing of this machine is very 
complete and perfect as well ascompact. It hassix changes 
which can be instantly varied while drilling, and is provided 
with an index wheel, a new feature, by which the changes 
of feed are affected, and also the degrees of feed clearly in- 
dicated. The combination also of this compact feed-gearing 
with the quick return motion, and the rapid change from 
quick to slow motion and vice versa, is of great value in 
practice. Its completeness extends even to providing a rack 
for the wrenches and handles, and the workmanship is ex- 
cellent. 








THE SCRAP HEAP. 


Locomotive Building. 


The Rogers Locomotive Works in Paterson, N. J., have 
completed an engine with 17 by 24 in. cylinders and 5 ft. 
drivers for the Richmond & Petersburg road. These works 
have recently completed the order for 100 engines for the 
New York, West Shore & Buffalo road. 

The new McQueen Locomotive Works, at Schenectady, 
N. Y., are well under way, and are located near the shops of 
the Jones Car Manufacturing Co., and a short distance from 
the New York Central and Delaware & Hudson Canal road 
tracks. The buildings are of brick, and comprise a machine 
and erecting shop, 300 by 122 ft., a blacksmith and boiler 
shop, 400 by 72 ft., and a foundry, 200 by 60ft. The 
company has a capital of $300,000. Its officers are as fol- 
lows: Charles Stanford, President; Wm. McCann, Treas- 
urer; Executive Committee, Walter McQueen, late of the 
Schenectady Locomotive Works, Walter Jones and John 
McIncroe; Superintendent of Works, H. Watkeys, from the 
New York Central road.—Car-Builder. 

The Schenectady Locomotive Works in Schenectady, N. 
Y., are filling orders for the Chicago & Northwestern and 
the Lake Shore and Michigan Southern roads. 


Car Notes. 


The Youngstown Car Manufacturing Co. in Youngstown, 
O., is building a number of box cars for the Pittsburgh, 
Cleveland & Toledo road. 

The St. Charles Car Co. in St. Charles, Mo., has taken 
a a to build 500 box cars for the Missouri Pacific 
road. 

The Barney & Smith Manufacturing Co. in Dayton, O., is 
building some box cars for the Hot Springs Railroad in 
Arkansas, which are fitted with Finlay’s centre-support 
truck. These cars are of 3 ft. 6 in. gauge, but are expected 
to goney tons each. 

The Lehigh Car Manufacturing Co., at Stemton, Pa., is 
building 10 cars of improved construction for the transporta- 
tion of horses. They are fitted up with stalls for 15 horses 
each, with conveniences for feeding and watering, and are 
virtually stables on wheels. They are being built for Mr. 
Isaac Dahlman, of New York, and are to be run on the New 
York, Lake Erie & Western road. The company is also 
building a second lot of 50 ore cars for the Uruguay Iron Co., 
San Diego, Cuba, and has recently built 4 cars for the trans- 
ereve of theatrical scenery for the proprietors of two 

ew York theatres.—Car-Builder. 

The Terre Haute Car & Manufacturing Co. in Terre Haute, 


Ind., bas taken a contract to build 500 coal cars for the Mis- 
souri Pacific road. 


Bridge Notes. 


Clarko, Reeves & Co., in Phoenixville, Pa., have just 
completed the new iron bridge over the James River at 
Richmond, Va., for the Richmond & Petersburg road. It 
has 15 spans, varying in length from 140 to 153 ft. The 
contract was taken in April last. 

The Berlin Bridge Co. in East Berlin, Conn., is building 
4 iron highway bridge of 215 ft. span for Warren County, 

io. 

The Keystone Bridge Co. in Pittsburgh has just completed 
a new bridge over the Harlem River on Madison avenue in 
New York. It has a draw-span 300 ft. long, and two fixed 
spans of 200 ft. each. 


Iron Notes. 


The rolling mill of Summers Brothers in Struthers, O., is 
running full double turn on orders. 

The Leighton Steel Works in Chattanooga. Tenn., started 
up Nov. 21. These works make steel by the Leighton 
process, and are the first works in the South in which cru- 
cible steel has been made. 

The plan for the reorganization of Brown, Bonnell & Co. 
has apparently failed, and in Youngstown, O., recently, 
jud og to the amount of $570,000 were taken by 33 
er rs, 
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CAR AND LOCOMOTIVE AXLE LATHE. 


By the MacuIne Toot Works, Philadelphia, FrepericK B, MILES, Engineer 





(i 
He 





a 


NLS 














Fig. 2. 


RADIAL DRILLING MACHINE. 


By the MACHINE TOOL WorRKs of Phila 


Chattanooga Furnace in Chattanooga, Tenn., is in blast, 
and is making 50 tons of iron a day. 

Messrs. Coats & Brothers, owners of the Locust Point 
Rolling Mill in Baltimore, have closed their mill and sus- 
pended payment. Their liabilities are estimated at $75,000; 
the assets, it is believed, will cover this amount, if time is 
given to realize them. 

The Joliet Steel Co. has given notice that its works at 
Joliet, Ill., will be closed Dec. 15, and will not be started up 
again until there is some improvement in the trade. 


Manufacturing Notes. 
The Southern Scale Co. in Chattanooga, Tenn., has just 


completed a 40-ton track scale for the Memphis & Charles- 
ton road. 


The Rail Market. 


Steel Rails.—Quotations continue at $35 to $36 per ton at 
mill. Some large orders have been placed at these prices 


for spring and early summer delivery, but the mills are re- | 


ported to be generally rather short of winter work. It has 
been reported that several orders had been taken at $36, de- 
livered in Chicago, which is below current quotations, as 


the result of a little difficulty between eastern and western | 


rail makers. 

Rail Fastenings.—The market is quiet and rather weak 
at $2.50 to $2.60 per 100 lbs. for spikes in Pittsburgh. 
Track-bolts are quoted at $2.90 to $3 per 100 Ibs. for square 
nuts, and $3.15 to $3.20 for hexagon nuts. 
1,9 cents per pound, with light demand. 

Old Rails,—Sales are reported at $23 and $23.25 per ton 
in Philadelphia for iron tees, and $25 for double-heads. 
The market is not very active, but prices are firm. 

Trial of the Rote Automatic Freight Brake. 


An exbibitiou and test of the Rote automatic independent 
car brake was given Nov. 19, on the Strasburg Railroad, 
between Leaman Place and Strasburg, Pa., the brake having 


been fitted on a Pennsylvania Railroad gondola car for the | 


Splice-bars are 


lelphia, FREDERICK B. MILES, Engineer. 


urpose of testing it. The trial is thus described by the 
| Lancaster (Pa.) Examiner: 

‘* The train consisted of an engine and three cars. Next to 
the engine was placed the car equipped with the new brake, 
then came a box freight car heavily loaded, and tinally a 
passenger car. A portion of the flooring of the car imme- 
diately over the brake mechanism was removed, exposing 
to view of all within the car all of its operations while in 
motion. The inventor was on the car, explaining the brake 
to the spectators, but as its mechanism has been already 
fully described in these columns, it is unnecessary to repeat 
the explanation here; suffice it to say that during the trip 
over the road, which includes some heavy grades, one being 
| about 70 ft. to the mile, the brake was put to every known 

test and responded so promptly that the spectators openly 
expressed their admiration of its perfect working. 

** This brake belongs to the class popularly known as com- 
pression brakes, the brakes being applied by the compression 
of the draw bar when the speed of the engine is checked. An 
ingenious, yet siinple device, controiled by the speed of 
movement of the car, automatically regulates or controls 
the brake-setting mechanism, rendering the latter operative 
or inoperative as occasion requires. 

‘* The brake mechanism is inoperative while the car is at 
rest, but becomes automatically locked in operative position 
by the movement of the car when the latter is being drawn, 
and is ready to be applied when needed, as soon as a speed 
of about two miles per hour is reached. 

* After the car has been at speed and the brakes are ap- 
plied they hold until just before a complete stop is reached, 
when they are automatically released and the train is free 
| to be immediately backed without first taking up the slack. 

The train does not move more than four or five yards after 
| the brakes are thus automatically released, yet they are re- 
| leased before a complete stop is reached. 
| ‘*Tt may be remarked here that the speed of the train 

may be restored at any time at the will of the engineer, the 
simple act of pulling out freeing the brakes.” 
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A Lost Wheel. 


_A very singular accident happened to the engine that ran 
Erie train No. 8 over the Susquehanna Division last Friday. 
When the engine was being housed at Susquehanna, after 
its trip, it was noticed that one of the ‘* pony ” wheels on 
the left side was missing. This is the wheel on the forward 
truck of the engine, between the cylinder and the cow- 
catcher, and a chain is attached to the axle to hold the same 
from the track in case it breaks. 

_*That’s very queer,” remarked the engineer after he and 
his fireman had searched around the machine in a vain 
endeavor to hunt up the missing wheel. “It’s very queer 
how that could get away, and we not notice it. I never 
heard of such a thing. Didn’t feel a jar over the whole run, 
and we started with the consarned thing all right.” 

‘* Mebbe it’s melted,” suggested the fireman, who bad been 
pretty busy during the run in keeping the fire in shape. 
** Wouldn’t wonder a bit if it’s melted. I know I felt like it 
e the way down, and if that thing ain’t melted, where is 
i J 


“No, ’tain’t melted,” remarked the engineer soberly and 
reflectively. 

‘* Well, mebbe it’s one of them paper wheels, and has 
caught fire and burned up,” remarked the hostler. 

**Tf it’s paper,” remarked a roundhouse employé, ‘‘ more 
likely its been stolen by some tramp so’s to wrap up bis 
lunchin. Of course it’d be rather difticult to steal it while 
tbe train was running, but then a tramp’s equal to any 
occasion.” 

* Or, if it’s paper, likely’s not some newspaper reporter’s 
cabbaged it to take notes on, while out looking uy items,” 
suggested another. 

But none of those wise surmises settled the question as to 
what bad become of the missing wheel, and so a telegram 
was sent back over the division to have it looked for. The 
train gang that followed No. 8 found the wheel a few miles 
from Great Bend. It had ploughed up the earth for some 
distance, and then embedded itself in the ground. The dis- 
tance between Great Bend and Susquehanna is about 18 
miles.— Port Jervis Gazette, Dec. 1. 


A Runaway Locomotive. 


As the engine ‘‘Ashmont” was backing off the Milton 
Branch of the Old Colony Railroad at Neponset station on 
the evening of Dec. 3, to connect with a train from Boston, 
it collided with the cars of the Milton train. The jar threw 
open the throttle of the already reversed engine, and it 
started in the direction of Milton, the engineer and fireman 
having jumped off. It ran as far as Mattapan, taking down 
the gates at Neponset avenue crossing, and, upon reaching 
Mattapan station, the terminus of the branch, dashed into 
a freight train, passing entirely through one car and smash- 
ing another. The engine was badly damaged. No one was 
injured. 

Attempt at Train Robbery. 

An attempt was made to ditch and rob a Mempbis & 
Little Rock Railroad train 25 miles west of Memphis, 
on Monday afternoon, Dec. 3. Several spikes had been 
drawn from the rails and the switch displaced, but only one 
car left the track. When the train stopped four men, 
armed with shot guns, monnted the platforms and demanded 
that the doors should be opened. This was refused by the 
trainmen, who fired at the ruffians. The latter, after send- 
ing a shot at the engineer, disappeared in the woods. 
Heating Street Railroad Cars. 

It may be taken for granted that this fastidious age will 
not endure the dismal discomfort of unwarmed street cars 
much longer. They are not more dismal and uncomfortable 
than they were 20 years ago, but in that time people have 
made great progress in the work of making their environ- 
ment agreeable, and they are growing more and more in- 
tolerant every day of the chill discomforts of an unheated 
street car in winter. In New York, where the complaints 
have been loud and long continued, the companies are at- 
tempting to meet the public demand, and several schemes 
for warming cars are under test. One method is by means 
of pipes under the seats filled with a chemical compound 
whose crystallization ata low temperature evolves heat. 
A second is by means of pipes filled with hot salt water; 
and a third is by means of small stoves under the cars, heat- 
ing water in pipes. These several methods will cost, re- 
spectively, $240, $175 and $200 a car. The indoor life 
of those classes of a large city’s population who cbiefly re- 
sort to street cars makes them more and more, every year, 
sensitive tocold. Winters are dreaded, and all appliances 
that can mitigate their rigors are in demand. The problem 
of warming street cars economically is a difficult one, and 
involves expenditures which the companies evidently are 
averse to. But it will have to be solved not only for New 
York, but for all large cities north of the Ohio River line. 
The most cheerless period of a winter day is the 15 or 20 
minutes one spends in a street car, going from a residence 
to the business or shopping district. Itis a hole in the day 
that must be stopped up.—St. Louis Republican. 

The small stoves under the car, as used on the Second 
Avenue line in New York, are very well as far as they go, 
but they do not seem equal to severe weather. On the Third 
Avenue line in that city a number of the cars are fitted with 
ordinary cylinder stoves, burning anthracite coal, which are 
placed on one side at the centre of the car, with a shield 
around them. These seem to be the best warming apparatus 
in use, but if the fire is driven the seats directly opposite 
are apt to be uncomfortably hot. They are also open to the 
objection that the stove and shield take up at least two 
seats. 


Identifying the Brakeman. 


A slim young man, wearing a fur cap and a last ycar’s 
ulster, stood with a lonesome look on his face in the waiting 
room of the Polk street depot, Chicago, the other evening. 
He thoughtfully measured with his eye the colored youth 
behind the lunch counter a few feet away. Then he climbed 
on a high stool by the counter and reached for a sandwich. 
He winked at the colored boy, and was instantly supplied 
with a cup of coffee. Three more sandwiches came within 


his grasp and disappeared one after another. Then he de- 
voured a turnover and two hard boiled eggs. Another “ 
of coffee and a quarter of a mince pie finished the meal. 


Then the slim young man glided from his stool and said 
carelessly : 

‘* What’s the fillin’ worth ?” 

‘Seventy cents, sab,” replied the waiter promptly. 

“What!” cried the slim young man, “ you mustn’t 
charge me passenger rates, you know; I’m a trainman, re- 
menber.” 

“What kind of a trainman?” demanded the colored 
youth, suspiciously. 

‘‘Grand Truok brakeman,” responded the slim young 
man. 

‘*Got to ’dentify yvo’self,” sullenly said the waiter. 

‘‘Don’t think anybody knows me here,” said the other 
with hesitation. 

** Show wa’t yo’ got in yo’ pockets, den. Ebery trainman 
has a car-key or a train-hook, or somethin’ else along to 
dentify hisself wid.” 

‘Changed my clothes since the last run,” said the slim 


man, 
ostensible buyer. 
until the last moment, 
balance on delivery of deed. 
caster Railroad’s rights against the Fitchburg and Worces- 
ter & Nashua companies under the lease. 
Fitchburg road is the real buyer, and is to give a further 
consideration to certain stockholders of the Lancaster. Mr. 
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young man, growing pale. ‘‘ You'll have to take my word 
for it.” 

‘Yo’ word’s no good,” said the waiter, contemptuously. 
‘*Tl give yo’ one mo’ chance. Call out de towns jus’ ’s if 
dis was a pass’n’g’r cab.” . 

The slim young man threw back his shoulders, clutched 
the counter, and shouted : 

* Battle Creek ! 

* Niagara Falls ! 

** Montreal !” 

‘Stop, sah ; yo’ isa cheat. No brakeman ebber call um 
dat way. Dis is wot dose towns is : 

* Bricawic ! 

** Nagowash ! 

** Goa-r-r-eal |! 

‘*Dere,” concluded the waiter triumphantly, “if yo’da 
called um dat way Id let yo’ off wid thutty-five cents. 
Seventy cents, Sah ; an’ hurry up.”—Uhicago Inter-Ocean. 


The Remains of an Old Bridge. 


The remains of one of the oldest bridges in the world, 
that erected by Charlemagne over the Rbine near the close 
of the eighth century, have been met with by engineers at 
Mayence. It res on 28 buttresses, and was eventually 
struck by lightning and burnt down to the level of the 
water. The engineers have been busy taking away its re- 
mains, and have already removed over 50 piles of five to 
six yards in length. The timber is well preserved, though 
nearly 1,100 years old ; so well, indeed, tat it is still fit for 
building purposes, while the iron, which was riveted to the 
posts, is also capable of being used, being covered by only a 
thin laver of rust. 


Rules for Passenger Trainmen, 


The following are among the rules for employés on the 
Terre Haute & Indianapolis road : 

“Conductors of all passenger trains are expected to be at 
the depot at least one-half hour before the time of starting 
their trains, and see that the passengers are provided with 
seats, and their trains in proper order. 

‘* All trains must be run under the direction of the conduc- 
tor except when his directions conflict with these rules, or 
involve risk or hazard, in which case the engineer will be 
held equally responsible with the conductor. Conductors 
will be held responsible for the safe management of their 
trains, and for the proper behavior and performance of duty 
by their trainmen. They will not allow any person to ride 
in the baggage, mail or express cars, whether connected 
with the road or not, except those whose duties require them 
to be there. 

** Rudeness or incivility to passengers willin all cases meet 
with immediate punishment. It is the duty of every person 
employed by the company to be civil and courteous to all 
with whom they come in contact, to answer inquiries prop- 
erly, and to aid passengers and persons doing business with 
the road in every reasonable manner. 

‘* Boisterous, profane or vulgar language is strictly for- 
bidden on or about the passenger trains, and in the office 
and station buildings of the company. Civil, gentlemanly 
and quiet deportment is reyuired of all persons employed by 
the company, in their intercourse with passengers, with the 
public and with each other.” 


The Brakeman. 


No, my son, that gentleman in the azure clothing and gilt 
buttons is not a naval officer. He is a gentleman of leisure, 
of no profession, and without and above occupation. He 
spends bis time on the cars, because he can there best serve 
his fellows. ,He is always doing some good act. At one 
moment he is locking the stove door to prevent the fire from 
going out ; at another he is turning down the lights, to pre- 
vent the passengers from reading und thereby injuring their 
eyesight, and at the same time furnishing to ail that rich 
perfume which the partial consumption of kerosene oil 
always affords ; and anon he is playfully mystifying bis fel- 
low mortals by calling out the names of stations in language 
unintelligible and unknown ; but his yay and —_ 
est labor is to assist young ladies off the cars. It is esti- 
mated by statisticians that the average brakeman squeezes 
the arms of 4,798,341 young ladies per annum. It 1s very 
pleasant to be a brakeman, but only the sons of millionaires 
can afford to aspire to the position.—Boston Transcript. 
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MEETINGS AND ANNOUNCEMENTS. 











Meetings. 


Meetings will be held as follows: 

Boston & Maine, annual meeting, at the City Hall in 
Lawrence, Mass., at 10.30 a. m. on Dec. 12. 

Eastern, annual meeting, at the Meionaon Hall in Boston, 
at 11 a. m. on Dec. 12. 

New York & New England, annual meeting, Dec. 11, at 
11 a. m., in the Meionaon Hall in Boston. 

Richmond é& Danville, annual meeting, at the office in 
— Va., Dec. 12, at noon. Transfer books close 

ec. 4. 

Richmond & West Point Terminal Co., annual meeting, 
at the office in Richmond, Va., Dec. 11, at noon. 


Dividends. 


Dividends have been declared as follows : 
Boston & Lowell, 3 per cent., semi-annual, 
to stockholders of record Dec. 12. 
246 per cent. 
Uhicago, Rock Island & Pacific, 134 per cent., quarterly, 
payable Feb. 1. 
Eastern,in New Hampshire (leased to Eastern Co.), 244 
per cent, semi-annual, payable Dec. 15. 
New York, Lake Erie d> Western, 6 per cent. on the pre- 
oe stock for the year ending Sept. 30 last, payable 
an 15. 
Richmond & Petersburg, 244 per cent., semi-annual, pay- 
able Jan. 1. 


payable Jan. 1, 
The July dividend was 


Foreclosure Sales. 


The Lancaster road was sold in Boston, Nov. 28, for 
$15,000. The road extends from Hudson, Mass., to South 
Lancaster, 834 miles, and has never been operated, although 
built 10 years ago. The Boston Advertiser says of this 
sale : 

‘“‘The property originally cost over $220,000, and was 


leased at that to the Fitchburg and Worcester & Nashua 


Railroad companies, which, upon its Ne re- 
fused to operate it under the lease. Mr. bert Cod 
a director in tbe Fitchburg Railroad, was the 
The terms of sale, not announced 
required $5,000 cash down, 
‘The sale included all the Lan- 


It is thought the 





Codman is known to be executor of the will of the late 


Peter B. Brigham, who held $100,000 of the stock anda 
few bonds. The sale was objected to by S. W. Hatheway, 
a bondhoider and otherwise a creditor, who will oppose 
confirmation of thesale. The purchasers get the property 
substantially clear, as the Lancaster Railroad Co. went 
into bankruptcy some years ago, and settled with its credi- 
tors for 25 cents on{the dollar, giving in settlement two-year 
notes void in law, but most people took the notes 
and relied upon them until the debts became outlawed 
so that there are now only a few land damage claims out- 
standing.” 


Joint Executive Committee Passenger Meeting. 
A meeting of the Joint Executive Comnittee (Passenger 
Depectmnantt will be held at the office of the Chairman, No. 
346 Broadway, New York, on Tuesday, Dec. 11, 1883, at 
11 o'clock a. m., for the consideration of such business as 
may come before it. 


Southern Railway & Steamship Association. 
General Commissioner Virgil Powers has issued the fol- 
lowing call : 

“A meeting of the Executive Committee is hereby called 
at Atlanta, 3.p. m., Thursday next, Dec. 6, by request of 
three members, to consider questions growing out of Atlanta 
and Macon cotton shipments, and to consider the protection 
of business of local territory of the various roads termi- 
nating at competitive points ; also to consider questions of 
rates referred to Executive Committee, and other matters 
that may be brought up.” 

The special object of the meeting is to consider the action 
taken by the Rate Committee as to rates from Athens, Ga., 
and also a charge that the East Tennessee, Virginia & 
Georgia has not reported cotton shipped over its road from 
Atlanta and Macon. The companies requesting the meeting 
are the Central, of Georgia, the Western & Atlantic and the 
South Carolina. 


New York Railroad Commission. 


The following circular from the New York Railroad Com- 
mission is dated Albany, Nov. 24, and addressed ,to the 
railroad companies of the state : 

“You will oblige this Board if you will convey, at the 
earliest practical moment, the action or determivation of 
your company as to the action thereof, relative to the recom- 
mendations of the Board as expressed in Circulars Nos. 14, 
15 and 17, touching respectively, bridges, tunnels and warn- 
ing signals; safety gates and flagmen; and grade crossings 
and signals, rules, etc., thereat. This information is re- 
quired with a a view to the annual report of the Board.” 








ELECTIONS AND APPOINTMENTS. 


Alleghany lron Co.—The officers of this company are: 
— C. R. Mason; Superintendent and Engineer, J. J. 
Stack, Jr. 


Attica, Lockport & Lake Ontario.—The ofiicers of this 
new company are: President, R. 8S. Stevens, Attica, N. Y.; 
Vice-President. M. W. Spencer, New York; Secretary, J. 
V. D. Loomis, Attica, N. Y.; Treasurer, John Hodge, Lock- 
port, New York. 


Buffalo Harbor.—The direetors of this new company 
are: Charles A. Sweet, Charles G. Curtis, H Lyon, 
Alexander M. Curtiss, H. H. Seymour, Frank Perew, D. 
Bradley Sweet, Alfred P. Wright, Harlow C. Curtiss, 
Nehemiah Osborn, Leonard Dodge, Gustave Fieischman, 
Benjamin B. Hamilton, all of Buffalo. 


Chicago & Northwestern.—The following circulars have 
been issued : . 

“Mr. C. C. Wheeler is appointed General Superintendent 
of the Chicago & Northwestern Railway Co., its proprietar 
roads and leased lines, in place of Mr. J. D. Layng, resigned, 
to take effect Dec. 1.” 

“ Mr. Edward J. Cuyler has been appoiated Superin- 
tendent of tbe Wisconsin Division of this company’s lines, 
in place of C. D. Gorham, resigned. to take effect Dec. 1.” 

Mr. Wheeler was formerly connected with the road, 
having served it as General Freight Agent, Assistant 
General Superintendent and Assistant General Manager ; be 
left it two years ago to become General Manager of the 
Atchison, Topeka & Santa Fe. Mr. Cuyler was also on the 
road for a long time, leaving it less than two years ago. 


Chicago, St. Louis & Pittsburgh.—Mr. E. A. Ford has 
been appointed General Passenger Agent in place of J.C. 
Ernst, resigned. Mr. Ford is also General Passenger Agent 
of the Pennsylvania Company and the Pittsburgh, Cincin 
nati & St. Louis 

Mr. Frank Van Dusen has been appointed Assistant 
General Passenger Agent, with office in Chicago. 


Delaware & Hudson Canal Co.—Mr. Thomas Howard has 
been appointed Master Mechanic at Oneonta, N. Y., on the 
Albany & Susquehanna Division. 





Denver & New Orleans.—S. P. Weller having resigned 
the position of Master Mechanic, J. H. Kirk, formerly of 
the Denver, South Park & Pacitic, has been appointed in 
his place. 


East Tennessee, Virginia & Georgia.—Mr. H. Perkins, 
formerly of the Charlotte, Columbia & Augusta road, has 
been appointed General Foreman of Car Department of 
Atlanta and Brunswick divisions, with office at Atlanta, 
Ga. 


Georgia Pacific.—At the annual meeting in Birmingham, 
Ala., Nov. 28, the weg ey tg ee were chosen : Joseph 
Bryan, W. P. Clyde, John W. Johnston, J. A. Montgomery, 
W.G. Oakman, B. Peyton, George 8. Scott, R. H. Temple, 
E. M. Tutwiler. The board re-elected John W. Johnston 
President. 


Hannibal & St, Joaseph.—The new board has elected C. E. 
Perkins, President; B. Carson, Vice-President. Mr. 
Carson has been General Manager of the road for several 
years. 

“ Mr. T. I.. Dunn, Chief Engineer, has been appointed Act- 
ing Superintendent in place of Mr. W. R. Woodard, who 
has gone to the Texas & St. Louis road. 


Lake Erie & Western.—The general offices of this com 
pana will be removed from Lu Fayette, Ind., to Blooming- 
ton, Iil., on Dee. 10. 


Little Rock & Fort Smith.—Mr. Thomas M. Gibson is ap- 
pointed Land Commissioner of this road. Mr. A. V. Staf- 
ford is appointed Cashier. 


Little Rock, Mississippi River & Texas.—Mr, Thomas 
M. Gibsou has been appointed Land Commissioner of this 
road. Mr. A. V. Stafford has been appointed Cashier. 


Louisville & Nashville.—The following circulars from 
Geperal Manager Bradford Dunbam are dated Louisville, 
Ky, Nov. 27: 

“Mr. D. W. C. Rowland has resigned the office of General 
Superintendent of Transportation, taking effect Dec. 1. 





On and after that date all communications relating to tha. 
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department should be addressed to Bradford Dunham, Gen- 
eral Manager.” 

“Mr. C. O. Parker, Assistant Superintendent, is appointed 
Superintendent of St. Louis Division, vice Capt. Lee 
Howell, who will devote his entire time to the duties of the 
office of General Freight Agent of the St. Louis and Hen- 
derson divisions. ective Dec. 1, 1883.” 

“Mr, J. Tl. Harahan is appointed General Superintendent 
of the South & North Alabama Railroad, and of the follow- 
ing divisions of the Louisville & Nashville Railroad ; Mobile 
& Montgomery; New Orleans & Mobile; Montgomery & 
Selma; Pensacola & Selma (upper and lower), and the Pen- 
sacola, Office, New Orleans, La. Superintendents ot 
divisions named will report tohim, Appointment to take 
effect Dec, 1 yd 


Manchester & Fitechburg.—The directors of this new com- 
many are; Aretas Blood, P. C. Cheney, Mauchester, N. H. ; 
John B. Mears, Berlin, N. H.;R. M. Wallace, Milford, N. H.; 
Samuel C. Forsaith, C. E. Ware, Jr., Fitchburg, Mass. ; 
Charles 8, Mellen, Boston, 


New York, Lake Krie d& Western.—The new board has 
re-elected Hugh J. Jewett, President ; George R. Blanchard, 
Robert Harris, Vice-Presidents ; A. R. Macdonough, Secre- 
tary ; Bird W. Spencer, Treasurer. 


Philadelphia, Wilmington d& Baltimore.—Mr. Jobn 
Whittaker has been appointed Assistant General Freight 
Agent of this company, to date from Nov. 1, 1883. 


Pittsburgh and Connel/sville.—At the annual meeting in 
Pittsburgh, Dec, 3, the following were chosen: President, 
Robert Garrett; Directors, Wm. Baldwin, W. A. Berry, W. 
S. Bissell, Mendes ‘Cohen, C. C. Fitzhugh, W. H. Koontz, C. 
C. Markle, W. H. Markle, Jobn D. Scully, Hugb Sisson, 
Charles Webb; Secretary and Treasurer, J. B. Washington. 
The road is owned by the Raltimore & Ohio. 


_Pittsburgh d& Western.—General Manager Thomas M. 
King has appointed Mr. N. Bruce Assistant to the General 
Manager; all reports of the operations of the road will be 
—_— to him, as well as requisitions for materials and sup- 
plies. 

Mr. J. T. Johnson bas been appointed Superintendent in 
place of Mr. W. C, Mobley, who is made Geaeral Agent. 


Providence & Springfield.—At the annual meeting in 
Providence, R. L., . 6, the following directors were 
chosen : Wm, Tinkham, John L. Ross, Horace A. Kimball, 
Edward Pearce, Jr., Providence ; Albert L. Sayles, James 
. foman, Pascoag, R. I.; Sidney Dillon, New York. 


Rhode Island Railroad Commission.—The Governor of 
Rhode Island has appointed Mr. Henry Staples Railroad 
Commissioner for another term. He had held the office for 
several years, 


Sodus Bay & Southern.—Mr. George A. Stearns has been 
appointed General Manager of this road. He was recently 
Assistant General Freight Agent of the Central Railroad of 
New Jersey. 


Toledo, Cincinnati & St. Louis.—Mr. W. J. Craig, re- 
cently made Reveiver of this road in Ohio, has now been 
Ragga Receiver in Indiana and Illionis also, replacing 
Mr. Dwight. 


Union Pacific.—Mr. T. B, Gault is appointed General 
Agent of the Passenger Department for this company, with 
headquarters at No, 57 Clark street, Chicago, Ill, Mr. Gault 
will nave general charge of the passenger business for this 
company in Chicago and vicinity. Appointment takes 
effect Dec. 1, 1888. 

Mr. J. K, Parker is appointed Travelling Agent forthie 
company vice H. D. Price, resigned. Mr. Parker will have 
charge of District No. 5, with headquarters at Montreal. 
Appointment takes effect Dec. 1, 1883. 


Western Railroad Association.—The following circular 
from Mr, B. F. Ayer, President, is dated Chicago, Nov. 80: 
‘“Mr. J. H. Raymond having retired from the offices 
ot Secretary and Treasurer of this Association, Mr. George 
Payson has been appointed Secretary and Treasurer pro 
fem. All communications hereafter will be addressed to 
Mr. Payson until further notice.” 


Worcester, Nashua & Rochester.—This consolidated com- 
pany has elected Charles 8. Turner President ; T. W. Ham- 
mond, Secretary and ‘Treasurer. 


PERSONAL, 


Mr, ©, D, Gorbam has resigned his position as Superin- 
tendent of the Wisconsin Division of the Chicago and North- 
western road, 











—Mr. W. B. Tuell, a prominent business man and Presi- 
dent of the Terté Haute & Southeastern Co., died at his 
residence in Terré Haute, Ind., Dec. 2. 


—It is reported that Mr. E. T. Jeffrey has resigned his 
yosition as General Superintendent of the Dlinois Central 
Ruilroad, The resignation has not yet been accepted. 


~Mr. William Kellogg, Superintendent of Bridges of the 
Lehigh Valley Railroad, died in Easton, Pa., Dec. 1, a 

75 years. He had had man 
work, and had been connected with the Lehigh Valley road 
for 80 years. He built the first railroad bridge over the 
Delaware at Easton. 


—Mr, John F. Desmazes, Auditor of Freight Accounts of 
the New York Central & Hudson River Railroad, for more 
than 30 yearsin the service of the company, and a most 
faithful and efficient officer, whose kindness of heart at- 
tracted all who had dealings with him, died Dec. 8, after a 
long illness, in his 65th year. 


—The report that Mr. J. D. Layng had resigned his posi- 
tion as General Superintendent of the Chicago & North. 
western road is confirmed. Mr. Layng gave up the office 
on Dec, 1, after holding it about two years. He was, for a 
number of years before going to the Northwestern, con- 
nected with the Pittsburgh, Fort Wayne & Chicago road. 


—Mr. J. H. Raymond bas resigned his position as Secre- 
tary of the Western Railroad Association, after 10 years 
of service. Mr. Raymond has associated with himself Mr. 
P. H. T. Mason, and will hereafter devote his attention to 
legal business relating to patents and to corporations or- 
sanized under the laws of Illinois. His office is in Room 58, 
lonore Building, Chicago. 


years’ experience in bridge 


—Mr. Willis Phelps, for many years an extensive railroad 
contractor, died at bis residence in Springfield, Mass., Nov. 
26. Mr. Phelps has been known as a contractor on a very 
extensive scale, having been engaged on many important 
works, and he was also largely interested in railroad prop- 
erty, being part owner of several of the lines which he built. 
Of late years he has not been actively engaged io business. 


—Mr. Howard Schuyler, who will be remembered as one 
of the first engineers in this country to advocate narrow- 
gauge ra died in Switzerland on the 8d inst. Mr. 
Schuyler was born at Ithaca, N. Y., in 1845. His father 
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emigrated to Kansas asa‘ free-state man” in the days of 
the excitement on that subject, andthe son grew up there 
and served in a Kansas regiment during the war, reaching 
the rank of captain. At the close of the war he was offered 
a command by Juarez, who was then struggling to put down 
the empire of Maximilian in Mexico. Young Schuyler ac- 
cepted the appointment and intended to raise a regiment in 
Kunsas to join Juarez, but was prevented by the opposition 
of our government. 

After the war he served as an engineer during the loca- 
tioh and construction of the Kansas Pacific Railway, and on 
its completion he, in connection with Wm. J. Palmer and 
Mr. Greenwood, organized the Denver & Rio Grande Rail- 
way Co., and that part of the road built before 1874 
was constructed sal his direction as Chief Engineer. 
Afterward he was for a time Chief Engineer of the North 
Pacific Coast Railroad in California. He went to 
Mexico, we _ believe, during the Lerdo adminis- 
tration, with some gentlemen who then sought a concession 
tor a railroad in that country. After the Mexican Central 
was organized he became Chief Engineer of that road. His 
health failing, he resigned this position about a year and a 
half ago, and has been in Europe most of the time since, in 
a vain search for health. 


TRAFFIC AND EARNINGS. 


Railroad Earnings. 
Earnings for various periods are reported as follows: 
Eleven months ending Nov, 30: 


882. Inc. or Dec. P. ec. 


Central Iowa. $1,188 866 $1,065,790 I $123,076 11.5 


Chi., M. & St. P.. 21,509,000 18.422,01L I. 8,086.989 16.2 
Chi. & Northwest. 23,168,105 22,150,706 I. 1,017,399 =. 4.6 
Denver & R. G... 6,807,050 5,906,199 I. 900:851 15.3 
Long Island 2'544.265 —- 2,330,899 I. 213,466 9.2 
Louisville & Nash 12,838,170 11,447,150 I. 1,391,020 12.2 


Ten months ending Oct, 31: 





Ateb., T. & S. F.$11,670,769 $11,965,451 D. $294,482 2.5 
‘Net earnings. 6,330,750 5,016,594 I, 1,314,156 26,2 
So. Kansas 1,589,658 1,055,518 L. 334 340 SL.7 

Net earnings. 747,525 561,475 1. 186,050 = 33.1 

Ches. & Ohio .. . 4,255,101 2,780,889 1. 474,212 17.1 
Net earnings... 1,126,827 868.541 I, fa 20.7 
Eliz.. L. & B 8. 603,521 421,040 1, 182,481 43.3 

Net earnings. 192,194 I. 61,127 46.7 


131,067 
Denver & R. G.. 6,167,749 PAE? fF aterti} 
Net earnings... 2,232,541 
Phila. & Reading 24,347,640 
Net earnings... 11,635,383 
P. & R. Coal & I. 14,212,145 
Net earnings... 523,392 
West Jersey....... 1,071,155 
Net earnings 423,022 
Month of October: 


6,565,162 36.9 
3,751,492 47,6 
12,371,465 L 1,840,980 149 
830,120 D, 306,728 36.9 
968,093 I. 103.062 10.6 
429.307 Dz. 6,285 1.5 


17,782,478 1. 
7.883.891 1. 
I 

I 


Atch ,T. & 8S. F. $1,361,582 $1,430,926 D. $68,644 4.8 
Net earnings 798,064 774.137 I. 23,927 3.1 
So. Kansas.. .. 188,252 150,774 I. 37,478 24.8 

Net earnings. 118,218 90,593 I, 7.625 30.5 

Ches, & Ohio $75,815 351,310 I 24,505 7.0 
Net earnings... 148,875 128,203 I 20,672 16.1 
Eliz., L. & B.S. 70,695 58,289 1 12.406 ; 

Net earnings. 23,656 19,753 1 3,903 19.5 

Denver & R, G... 720,445 ¥ 


Net earnings CS, 2s oe 





Phila. & Reading 3,531,436 [ 1,301,923 58.4 
Net earnings... 1,900,959 I 777.407 69.1 
P.&R.Coal&1.. 1,873,592 1. 281,375 17.7 
Net earnings 150,30" 1. 2,353 1.6 
West Jersey...... 88,251 I. 5.037 6.1 
Net earnings... 27,214 28,036 D. 822 2.9 


Month of November: 











Central lowa..... $109,014 1, $34,230 315 
Chi., Mil. & St P.. 2,072,973 1. 315,027 15.2 
Chi. & Northwest. 2,357,800 2,109,400 I. 248,400 11.8 
Denver & R. G... 659,600 512,900 I. 146.700 24.7 
Long Island...... 188,651 178.817 I. 9,834 5.5 
Louisville & Nasn, 1,274,905 1,200,902 I. 74,003 6.2 


Third week in November: 
Bur., Cedar Rap. 


Sere $71.904 $66,061 L. $5,843 8K 
Ches. & Ohio..... 75,207 67,011 _ I. 8,196 12.2 

Eliz ,Lex. & B.S. 15,095 12,127 I. 2,968 24.7 
Chi., & Eastern Il. 38,926 46,230 D. 7,304 15.8 
Chi, & Gd, Trunk.. 72,437 55,005 I. 17,432 31.7 
Flint & Pere Marq. 52,457 47,802 I. 4,655 9.7 
Lake E. & West... 30,211 27,592 I. 2,619 9.4 
Marquette, H.& O. 8,846 19,065 D. 10,219 538 


Weekly reports of earnings are usually estimated in part, 
and are subject to correction by later statements. 


Grain Movement. 


For the week ending Nov. 24 receipts and shipments of 

grain of all kinds at the eight reporting Northwestern mar- 

kets and receipts at the seven Atlantic ports have been, in 

bushels, for the past ten years: 

—Northwestern shipments.- 
P.c 


Northwestern ‘ Atlantic 
Year receipts. Total. By rail. by rail. receipts. 
1874......2,359,732 858,513 4,044 48.3 2,017 561 
1875. ....3, 188,546 1,917,619 1,267,584 66.1 3,028,624 
1876 2,645,154 1,733,999 1,376,625 79.4 3,883,986 
1877.... .3,101 359 £862,943 514,990 27.7 5,480,035 
1878 .... .4,678,731 2,919,174 1,012,757 34.7 5,740,942 
1879... .3,865,035 2,182,321 535,628 24.5 4,641,486 
1880. ....4,388,767 2,004,368 1,259,603 62.8 5,856,802 
1881,. ...2,564,428 2,036,895 1,351,275 66.3 3,974,307 
1882. ....4,866,926 3,269,006 2,071,628 63.1 4,601,377 
188%. ....7,208,602 3,940,250 2,427,292 61.6 3,271,027 


Thus the receipts of the Northwestern markets for the 
week this year were 2,342,000 bushels (48 per cent.) more 
than last year, when they were larger than ever before. 
They were also 760,000 bushels more than in the previous 
week of this year, and the largest for six weeks. 

The shipments of these markets were not three-fifths of 
the receipts, but were a fifth larger than in the correspond- 
ing week of last year, when they were larger than in any 
orevious year. The rail shipments were also considerably 
arger than in any corresponding week. The shipments 
down the Mississippi were 173,773 bushels and 4.4 per cent. 
of the whole. 

The Atlantic receipts of the week, however, were smaller 
than in any corresponding week since 1875, 29 per cent. 
less then last year, and not half as great as in 1877, 1878 
and 1880. 

£xports from Atlantic ports for this week to Nov. 24 for 
four years have been : 

1880. 1881. 1882, 
Fiour, bbis........ ... 143,254 123,295 209,199 188, 164 
Grain, bush.... .... .. 4,164,768 2,266,401 1,957,347 1,524,035 

Including flour these exports were about 529,000 bushels 
(18 per cent.) less than last year, 451,000 less than in 188], 
and 2 439,000 (50 per cent.) less than in 1880. 

Buffalo grain receipts by lake from the opening of navi- 
gation to November 30 were as follows, flour in barrels 
and grain in bushels, flour being reduced to grain in the 
totals: 


1883. 


1883. 1882. Increase. P.c 
PR ans Séthedcne 1,637,013 1,358,905 278,108 204 
ae . 64,056,122 49,392,638 14,663,484 397 











Total, bushels.. 72,736,687 56,193,763 16,542,924 294 

The flour receipts were the largest for eleven years. In 
the same period last year’s grain receipts were excceded 
four times—in 1880, 1879, 1878 and 1872. 
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For the same period shipments eastward of grain received 
by lake were as foliows, in busbels: 


1883. 1882 Ine. or Dee. P. c. 


By canal . 42,609,104 29,083,880 I, 12.925.224 43.5 

By rail .. . 15,618,336 11,602,075 1. 4,116,261 35.8 

Total . 58,227,440 41,185.955 I. 17,041,485 41.4 
11 


P. c. by rail 16.8 27.9 D. if 

The canal opened April 20 this year and May 17 last 
year. It closed this year on Dec. 1. The number of 
boats cleared from Buffalo this vear has been 9,061, against 
7,638 last year--an increase of 1,423, or 18.6 per cent. 


Coal. 


The anthracite coal tonnage of the Belvidere Division, 
Pennsylvania Railroad, for the eleven months ending Dec. 1 
was as follows: 


1883. 1882. Ine. or Dec, P.c. 

Coal Port for shipment 121.852 100.397 1. 21,455 21.4 
8. Amboy for soipment.... 547,410 673,316 DL. 126,006 18.7 
Local points on N. J. divs 765,334 605,331 1. 70,003 10.1 
Co.'s use on N, J. divs ..... 148,270 120,872 1 27,407 22.6 
WEEE xakcees . ..1,582,775 1,589,916 D. 7,141 0.4 


Of the total this year 1,298,849 tons were from the Lehigh 
Region, and 283,926 tons from the Wyomiug Region. 

State Mine Inspector P. C. Wilson reports the total coal 
production of Jowa in 1883 (November and December esti- 
mated) at 3,881,300 tons, against 3,127,700 tons in 1882 
and 3,500,000 tons in 1881. 

The Lehigh Valley Railroad reports its anthracite coal 
tonnage for the fiscal year ending Nov. 30 at 6,527,912 
tons, against 6,257,159 tons the preceding year, an increase 
of 270,75% tons, or 4.3 per cent. Of the total last vear 
2,095,978 tons went over the New Jersey Division. 

Actual tonnage passing over the Huntingdon and Broad 
Top road for the eleven months ending Dec. 1 was: 


1883. 1882. Inc. or "ec. Pec 

Broad Top coal..........180,644 253,339 D. 72,605 28.7 
Cumberland coal........441,176 175,629 1, 265,547 1512 
Total . -.621,820 428,068 I. 192,852 45.0 


The Broad Yop coal is mined on the line; the Camberland 
is carried through for the Pennsylvania Railroad. 

Cumberland coal tonnages for the eleven months ending 
Dec. 1 are reported by the Cumberland Civilian as follows : 

Shipments from mines ; 
Cumberland & Pennsylvania R.R....... ........... 
George’s Creek & Cumberland R. R.... ..........6..46- 481,587 
West Virginia Central & Pittsburgh R. R............ .. 296.756 
Direct from mines to Balt. & Ohio 33.356 


Tons. 


Total.........000.. greece Db vee esse wo erecsseseacsene YMOOEe 
Shipments out of — , 
Baltimore & Ohio R. RK. . ......-ceseeeee 
Bedford Division, Penusylvania R. R 
Chesapeake & Ohio Canal.... 


- 1,264,416 
394,313 
674.394 


Sav kes) xesaxendediec dp ksneeSnies kav henaennaee > 45en 2,333,123 

Local deliveries are included in the Baltimore & Ohio 
tonnage. For the corresponding period last year the ship- 
ments were 1,342,403 tons, showing an increase this year of 
990,720 tons, or 73.8 per cent. In 1882 the mines were 
nearly all idle from March 15 to Sept. 1, on account of the 


winers’ strike. 
Coal tonnages for the week ending Nov. 24 are reported 
as follows: 

1883. 1882. Inc. or Dee. P.e. 
Anthracite......... 699,909 680,249 I. 19,660 2.9 
Semi-bituminous... 134,448 130,171. 1. 4,277 3.3 
Bituminous, Penna, 80,750 1,442 I. 19,398 $1. 
Coke, Penna... ... 65,467 66.278 D. 811 1.2 


Several sales are reported of coke property in the Con- 
nellsville Region to the Pittsburgh syndicate which is ap- 
parently trying to secure control of the entire coke output 
of that productive region. 

There is reported to be a difference among the anthracite 
companies as to the method to be adopted to limit the produc- 
tion of anthracite coal. Some of the companies want to 
have an entire stoppage for two weeks, or three if necessary, 
while the others prefer the old system of half time in alter- 
nate weeks, to continue as‘ long as necessary. It may he 
noted as a curious fact that the weeks of half time are 
often accompanied by an inérease of shipments in the full 
weeks much greater than the loss in the short weeks. 

The coal tonnage of the Pennsylvania Railroad for the 
week ending Nov. 24 was: 





Coal. Coke. Total. 
Se ne 163,684 58,410 222,094 
From OtherP 1Mes. 2... .cecscccccss 60,392 7,057 67.449 
EE net ae 224.078. 65,467 289,543 


The total tonnage this year to Nov. 24 was 11,050,925 
tons, against 9,967,317 tons to the corresponding date in 
1882, showing an increase this year of 1,083,608 tons, or 
10.9 per cent. 


Cotton 


Cotton movement for the three months of the crop year from 
Sept. 1 to Nov. 30 is reported as follows, in bales : 


Interior markets: 1883. 1882. Inc. or Dec. P.c. 
Receipts...........+-. 1,553,148 1,601,206 D. 48,058 3.0 
Shipments... . ..... 1,227,198 1,340,787 D. 113,594 8.6 
Stock, Nov. 30...... 374,564 275,700 I. 98,864 35.8 


Seaports: 

Receipts............. 2,420,284 
eae 1,239,138 1,367,087 D. 127,949 9.4 
Stock, Nov. 30....... 957,498 785,035 I. 172,463 21.9 

The interior points reporting the heaviest receipts this 
year are : Houston, 322,499: Memphis, 208,682; St. Louis, 
130,366, and Atlanta, 107,753 bales. 

The exports noted from the seaports are only the ship- 
ments to foreign countries, and do not include shipments by 
sea to other domestic ports. The New York receipts, for 
instance, are nearly all from Southern ports by sea, very 
little acnunn Dy. rail, 

The ports having the largest receipts this year were: New 
Orleans, 695,777; Savannah, 417,887; Galveston, 343,599; 
Norfolk, 200,508, and Charleston, 268,895 bales. 

The seaports having the largest exports were: New 
Orleans, 401,221; New York, 189,624; Galveston, 154,209: 
Savannah, 150,447: Charleston, 117,355 bales. 

The Commercial and Financial Chronicle prepares a 
statement, showing as nearly as possible the weekly move- 
ment from the plantations of that part of the crop which 
finally rei:ches the markets through the out-ports; on this it 
comments as follows: 

** The above statement shows: 1. That the total receipts 
from the plantations since Sept. 1, in 1883, were 2,745,692 
bales; in 1882 were 2,701,552 bales; in 1881 were 2,692,875 
bales. 

** 2. That, although the receipts at the out-ports the past 
week were 222, 185 bales, the actual movement from planta- 
tions was 237,001 bales, the balance going to increase the 
stocks at the interior towns. Last year the receipts from 
the plantations for the same week were 271,622 bales and 
for 1881 they were 248,196 bales.” 


Cheap Excursions to Canada. 


The Chicago & Grand Trunk has decided to run a series of 
cheap holiday excursions from Chicago to Canadian points. 


2,442,337 D. 22,053 0.9 
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The first excursion wil! leave Chicago Dec. 6, the next Dec. 
13, andanother Dec.20. Tickets will be made 40 
days from date of sale, and will be good for one ver 
in Canada. The rates will be as follows: Chicago to Toronto 
(504 miles) and return, $10; Kingston (665 miles) and re- 
turv, $13; Brockville (712 miles) and returu. $14; Montreal 
(807 miles) and return, $15; Point Levis (979 miles) and re- 
turn, $20; Portland, Me. (1,134 miles) and return, $25. 

These rates are not far from 1 cent per mile, which is 
certainly extremely cheap. 


Differential Fare Points. 
The following Circular has been issued by Vice-Chairman 
8. F. Pierson, of the Joint Executive Committee : 

“To avoid misunderstanding, I beg to state that Nashville 
and Louisville are differential fare points within the mean- 
ing of the rules of the Joint Executive Committe. 

** No commissions should be _ at those poiats on busi- 
ness to differential fare points in the East or to any interme- 
diate point.” 


Boston Traffic Notes. 


During the month of November last, 8,022 loaded freigh 
cars were hatiled east through the Hoosac tunnel, against 
7,259 cars, in November, 1882, being an increase of 763 cars 


Pacific Through Freights. 


Shipments of through freight eastward from California 
— in October and the ten months ending Oct. 31 were 
as follows: 


-—Central Pacific. —-—So. Pacific.—~ Total. 
Tons. P.c. of total. Tons. P.c.oftotal.- Tons. 
October...... 9.484 52.4 8,601 47.6 18,085 
Ten months.. 68,160 55.2 55,345 44.8 123,505 


For the first four months of the year the Southern Pacific 
had slightly the lead, but since then the Central has carried 
the larger shate of the freight. 

For October the shipnmients were equal to 1,808 small car- 
loads, an average of 58 a day, the Central Pacific having an 
average of 31 and the Southern of 27 car-loadsaday. The 
October shipments were larger than those of any preceding 
month this year except September. 

Leading items of freight were 14,759 tons sugar, 13,396 
tons canned goods, 13,096 tons wool, 11,699 tons canned 
salmon, 10,467 tons ripe fruit, 9,263 tons tea, 7,710 tons 
wine, 2,581 tons wheat and 2,138 tons rice. The wheat was 
all shipped in September and October, five-sixths of it by 
the Southern Pacific. These nine articles made up 70 per 
cent. of the shipments, 


Colorado Association Rules for Passenger 
. Business, 
Conimissioner Daniels announces new regulations which 


took effect Dec. 1; prescribing the circumstances under 
which the representatives east of the Missouri of lines in 


the Association may issue orders for tickets at special rates | } 


west-bound and requests for similar tickets east-bound, and 
the persons entitled to commercial tickets and balf-rate 
tickets, Those entitled to commercial tickets are residents 
of Colorado who have paid $1,000 freight on their og 4 
ments between the Missouri River and Denver or Pueblo in 
the six months preceding the issue of the ticket; traveling 
salesmen of Colorado houses whose business requires them 
to travel between the Missouri River and Denver or Pueblo; 
and shippers to Colorado and their salesmen east of the 
Missourt. 

The regulations concerning haif-rate tickets are as follows: 

“Orders for half-rates may be issued as follows: For 
railway employés and members of their families properly 
certified whose positions do not entitle them to ses; in 
cases requiring charitable consideration, where the trip is 
necessary aud the subject worthy ; for clergymen and others 
engaged solely in miaisterial or missionary work, and for 
their families aud servants; for members of the press not 
engaged in any other business, and for correspondents pre- 
senting credentials, traveling solely in the interest and ser- 
vice of public journals; by the term ‘‘ members of the press” 
is meant editor, assistant editor, publisher, business manager 
and regularly employed reporters. Half-rates will also be 
given to immediate families of editors, publishers and busi- 
ness managers of reputable journals in Kansas, Nebraska 
and Colorado, but not to the families of other members of 
the press. Half-fare tickets will also be issued for army and 
naval officers, soldiers, surgeons, hospital stewards and 
others enlisted or sworn into the War Department service.” 

Agents must not sell any tickets at less than tariff rates be - 
tween points covered by the Association without first ob- 
taining the Commissioner’s order. 


A Day’s Work on the Elevated Railroad. 


On Evacuation Day, Nov. 26, the business done by the 
elevated railroad lines in New York was as follows: 


Passengers 
carried, frocetyte 
Second avenue line....... ........seseee 30,393 $2,137.45 
OR ae 1 15,235.00 
eS are 105,408 8,887.10 
Ninth avenue line...............-e0eseeee 37,345 3,009.95 
MR cocantc wosccouheemeaknen te 361,648 $29.269.50 


This is the heaviest day’s work ever done on these roads. 
The average fare was 8.09 cents, showing that the propor- 
tion of the Beware ga carried in commission hours (when 
the fare is 5 cents) was much less than on ordinary days. 


Southern Railway & Steamship Association. 


The Rate Committee held a called meeting in Atlanta, Ga., 
Nov. 23, the meeting continuing on the following day. The 
principal object of the meeting was to arrange rates from 
the West to Athens, Ga., and on this point the Committee 
adopted the following resolution, after much discussion : 

‘* Whereas, It isa fact that Augusta rates are available 
from Chicago and other western points to Athens, only via 
lines not under the contro] of the Southern Railway & 
Steamship Association, in connection with the Richmond & 
Danville Railroad, the lines workivg in the Association hav- 
ing so far declined to participate in the reduced rates at the 
request of the Richmond & ville Railroad, and the Rich- 
mond & Danville Railroad states that it is legally bound, 
under contract, to do all in its power to enforce Augusta 
rates to Athens, and that the result of these reduced rates 
from Chicago, etc., is to divert business from other points 
not having access to Athens, via lines not under the control 
of the Association, available for rang? oe out correspond- 
ingly reduced rates from such points, therefore be it 

‘ Resolved. That the General Commissioner be requested 
to obtain action of the Executive Committee upon this 
question, at the earliest date practicable, and that pending 
such action, rates from all points to Athens, in line with the 
rates already available from Chicago, etc., be hereby 
authorized. This not to be considered as establishing a basis 
of rates to Athens, different from the present, or as affecting 
the present basis of rates to other points.” 

The Committee also took action on several matters of 
routine, odjosting classifications, etc. 

Ps ge oly coasrega ond | yment of ree on 
ruits and other perishable freights being up, it was 
resolyed that a committee, consisting brody Brown, 





| burg, and 105 sslies tooge Restingten. 
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Pickens, Whitehead, Taylor and Culp, be appointed to 
goomite a contract or regulation governing the changing of 
tinations of shipments of perisbable s, fruits, etc., 

and the responsibility caused by the changes, and that the 
also be requested to prepare a form of bill of lading for suc 
shipments, embodying in said bill of lading the regulation 
that may be agreed upon in reference to change of destina- 
tiov, the sub-committee to report as early as practicable to 
the Rate Committee. 

It was decided that the new Athens rates should take 
effect Nov. 28 ; also that a circular should be issued revising 
cotton rates to New England towns. 


Lake Superior Iron Ore. 


The shipments of iron ore by water from the Lake Superior | poad 


Region up to Nov. 28 are given as follows, in tons, by the 





Marquette Mining Jou . 
1883. 1882. Decrease. P.c 
From L’Anse........... 66,009 70,543 4,534 6.4 
From Marquette........ 706,263 944,550 234,287 2 
From Escanaba........ 1,404,469 1,785,250 350,790 19.1 
From St. Ignace....... 59,074 60,159 1,085 1.8 
WO sine Saddo0s abel 2,235,815 2,810,511 574,606 20.8 


Of the shipments from Escanaba 405,092 tons were from 
the Marquette District and 999,377 tons from the Menomi- 
nee District. 

The season is now closed, navigation from the Lake Su- 
perior ports haviug ceased, and no more shipments will be 
made this year, unless two or three cargoes from Escanaba 
may come in. 

The total output reported for the season is 2,246,851 tons. 
Of this the Menominee District furnished 999,387 tons, or 
44.4 per cent., all shipped from Escanaba. The Marquette 
District furnished 1,247,474 tons CE pe cent.) disposed of 
as follows: Shi from L’Anse, 66,009; shipped from 
Marquette, 706, ; shipped from Escanaba, 092 ; 
shipped from St. ce, 59,074; delivered to local fur- 
naces, 11,036 ; total, 1,247,474 tons. 

Pig-iron shipments for the season were 9,615 tons from 
eames and 3,312 from St. Igvace, a total of 12,927 

ons. 

The Marquette, Houghton & Ontonagon road carried this 
year for shipment by water 782,272 tons of ore, against 
1,013.499 tons in 1882, a decrease of 231,227 tons, or 22.8 
per cent. 

The shipments of the Marquette District by way of 
Escanaba increased more in proportion than those by 
way of Marquette. But the Escanaba shipments from 
both districts were 63 per cent. of the whole this year, 
against 58 last year, because the Menominee shipments were 
so much larger a part of the whole. 

For seven successive years the shipments from the sev- 
eral ports have been: 


Year. naba. Marquette. L’Anse. St.Ignace. Total. 
. 383,743 521.743 59.571 ~~ ...... 4057 
1878,...... 506.893 552,127 42,186 1,101,206 
1879. 755.274 509,416 38,989  ...... 303, 
1889... .. 1,163,791 633.828 53,006 ..... 850,625 
ae 438,042 707,772 53,663 ...... 2,199,477 
_. 1,735,209 944,550 70,543 60,159 2,810,511 
aes ,404,469 706,263 66,009 59,07 2,235,815 


Thus the shipments this year are larger than in any other 
year except 1882. 








OLD AND NEW ROADS. 


Allegheny Iron Co.—This company has completed a 
railroad of standard gauge from a junction with the Chesa- 
ake & Ohio Railway, at its first crossing of Jackson River 
Ene Covington, Va., up Pounding Mill Run 5 miles to the 
eat iron ore beds above the old Dolly-Ann or Rough-and- 
Reeay Furnace, on the Douthat survey, and the company 


will soon begin the mining and shipping of iron ores on a| ¢,, 


large scale. The ore beds are connected with the railway 
by an incline 1,000 ft. long. 

Atchison, Topeka & Santa Fe.—This company’s 
statement for October and the ten months ending . 31 
gives the following figures: 
October. 

1883. 1882. . . 
Earnings....... $1,361,582 $1,430,226 $11,670,769 $11.965,354 
563,518 656,0' 5,340,019 6,948,760 


$798,064 $774,137 $6,330,750 $5,016,504 
414 45.9 45.8 38.1 


—~ -——Ten months._—— 








a 





Net earnings. 
P. c. of exp.... 

For the ten months there was a decrease of $294,585, or 
2.5 pee cent., in gross earnings; a decrease of $1,608,741, 
or 23.2 per cent., in expenses, and a resulting gain in net 
earnings of $1,314,156, or 26.2 per cent. For October the 
road worked was 1,820 miles in both years; for the ten 
months, 1,820 miles this year, against 1,814 last year. The 
large decrease in expenses is slightly due to improved con- 


. | dition of road. 


For the controlled Southern Kansas road the following 
statement is made, the mileage for October being 398 miles 
in both years, and for the ten months 398 miles this year, 
against 391 in 1882. 

——-October.-——— 
883. 


——-Ten months.——. 
1882 1 1882. 





Earnings.. ..... $188,252 $150,774 $1,389,658 $1,055,318 
Expenses....... 70,034 60,181 642,133 493,843 

Net earnings. .$118,21 $90.593 $747,525 «$561,475 
Per ct. of exps.. 37.2 39.9 46.2 46.8 


For the ten months this shows an increase of $334,340, or 
81.7 per cent., in gross earnings, with an increase of $145,- 
290, or 80.0 per cent., in expenses, the result being a gain 
in net earnings of $186,050, or 33.1 per cent. 


Bangor & Piscataquis.—Most of the grading on the 
extension of this road from Blanchard, Me., to Moosehead 
Lake is finished, except the rock cutting, on which work 
will be continued through the winter. It is not expected 
thatthe extension will be finished until spring, but some 
track is now being laid for the use of construction trains. 


Buffalo Harbor.—This company has been organized to 
build a railroad across the city of Buffalo from a point on 
the Buffalo, New York & Philadelphia road to the city 
ship canal. It is intended as a freight connection only. 


Burlington, Cedar Rapids & Northern.—It is 
said that this company is ing arrangements to extend 
its Pacific Division northwest from Worthington, Minn., 
next spring, the intention being to build it through to Bis- 
marck, Dak., aaa The Clinton Branch is also to be 
completed to Iowa City next year. 


Burlington, LaFayette & Western.—This company 
has been o: to build a railroad from Kokoma, Md., 
west to LaFayette and thence west by south to Veeders- 
burg, about 75 miles in all. 


Burli n & Northwestern.—This company’s Bur- 
lington & Western Division is now completed to Seintonens 
Ia., 24 miles westward from the late terminus at eon 

for 


‘was run through 
traffic. 
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Chesapeake & Ohio.—This company makes the fol- 
ig 3 statement for October and the ten months ending 





—— -——-Ten mon — 

Cel pits sao ition acct 
MS sins seecoad ‘ “ 3,255,101 $2,780,889 
Expenses....... ..... 226,940 ~223'107 “2128.74 1'912'348 
Net earnings........ $148,875 $128,203 $1,126.327 $808,541 
Per cent. of exps...... 60.4 63.5 65.4 68.8 


For the ten months there was an increase of $474,212, or 
17.1 per cent., in earnings; an increase of $216, 


or 11.8 per cent., in expenses, and a gain in net earni 
$257,786, or 29.7 per cent. , 7 hast 
For the leased Elizabethtown, Lexington & Big Sandy 


, the western extension of the road, the following 
figures are given : 


——Ten months,——. 
1883. 


para sia sito salina 

Bec v0 cgaicvcced 695 ' 3,521 010 

Expenses...... ....... 47,099 38,436 = 411.327 289,973 
Net earnings........ $23,656 $19,753 $192,194 $13) 

Per cent. of expenses. 665 661 . 68.0 . io 


For the ten months this shows an increase of $182,481, or 
43.3 per cent., in gross earnings; an increase of $121,354, 
or 41.8 per cent., in expenses, and a resulting gain in net 
earnings of $61,127, or 46.7 per cent. 


Cincinnati, Columbus & Hocking Valley.—it is 
said that arrangements have been made to lease this road to 
the Indiana, Bloomington & Western, or rather to the Ohio 
Southern, which is controlled by that company. The road 
is a short line of 28 miles, running from Claysville Junc- 
tion, O., to Jeffersonville, with a small local businese. 


Cleveland, Columbus, Cincinnati & Indiana 
lis.—A change has been made in the running of the India- 
napolis Division, by which the division station will bereaf- 
ter be at Bellefontaine, and the engineers’ runs will be 
between Cleveland and Bellefontaine and Bellefontaine and 
eoangete. Heretofore the change has been made at 

alion. 

The Company will soon build new shops at Linndale, 7 
miles from Cleveland, where it owns a large tract of land. 


Connecticut River.—The second track on this road has 
been opened from North Hatfield, Mass., to Old Deerfield 
Station, 9 miles. It is to be extended over the 19 miles be- 
tween Greenfield and Northampton. 

The new bridge over the Connecticut River between Holy- 
oke and Willimansett is finished and is now in use. T 
bridge is of iron, 850 ft. long, and cost $150,000. It re- 
places a wooden bridge. 


Danville & New River.—The President of the company 
reports that the road is now completed to Spencer, Va., 56 
miles west of Danville, and that work is wel. advanced on 
the grading of the 19 miles from Spencer to Patrick Court 
House. A ommetive, 5 pomenger car and 11 freight cars 
have recently been to the equipment, and contracts 
made for another locomotive, 2 passenger und 15 freigbt 
cars. The bonded debt is $450,000, or $6,000 per mile on 
the 75 miles from Danville to Patrick Court House. For 14 
months ending Sept. 30 last the gross earnings on 43 miles 
of road were $57,222, and the working expenses were 45 
per cent. of the receipts. 


Danville, Olney & Ohio River.—In the United States 
Circuit Court in Springfield, [ll., Nov. 30, Mr. Austin Cor- 
bin (who is President of the Indiana, Bloomington & Western 
Co.) was admitted as a party in the foreclosure suit. Mr. 
Corbin appeared as representative of a considerable amount 
of. bonds owned by himself and others, and desires to con- 
test certain action of the trustees. 


Denver & Rio Grande.—This company makes the fol- 
=a statement for October and the ten months ending 
; , Ten months. 

$6,167,748 
sohehee 3,935,208 


Net earnings.. ........... eeeeeeee. $288.378 
Per cent. of expenses............ ... 60.0 


The earnings and expenses include those of the leased 
lines in Utah. No comparison is made with last year. 


Detroit, Mackinac & Marquette.—The uette 
(Micb.) Mining Journal of Dec. 1 says: “ Very remarkable 
progress has been made on the construction of the Mar- 
quette & Western Railroad since ground was broken for 
that section of the Detroit, Mackinac & Marquette road. 
The three long bridges over the Carp are nearly finished, 
and most of the line between bere and Negaunee is ready 
for the ties and rails. Considerable won has been laid 
down already on the branches to the mines near 
Ishpeming. t this end excellent headway is mak- 
ing also. The road-bed from the junction to a connec- 
tion with the Cleveland dock is in course of construction. 
The site for the depot is not yet wholly cleared of buildings, 
but only one remains on the corner where the station is to 
be ioenlod., and that will have to go ere long. 
building will be a handsome, goodly-sized structure, we are 
informed. It will be two sto high, the second floor to be 
used for the ay sop be local offices. The construction of 
this building will be started before long, and a force will be 
set at work repairing the dock within a few weeks, the de- 
sign being to add very considerably to their capacity before 
another shipping season opens.” 


Eastern.—The bill in equity to determine whether the 
Eastern Railroad, or the trustees under the mortgage of the 
prope: ty of the company, have the right to vote on the 
15,201 shares of the Maine Central Railroad Co., was de- 
cided in favor of the company. The suit was a friendly 
one, and was brought to determine the rights of the respec- 
tive parties. The trustees claimed that the Maine Central 
stock was part of the property covered by the mortgage, 
and that the right to vote on it vested in them. 


Fort Worth & Denver City.—This Company makes 
~ —— statement for October and the fiscal year end- 
4 31: 





$2,232,541 
63.8 
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Are ro -~ 200.400 

Surplus for the year..... .........eceeeceeseees $17,883 


The earnings for the year were $4,058 gross and $2,066 
os mile; the expenses were 49.08 per cent. of gross 
earnings. 


nee oe New York Central & Hudson River 
Co. has sent company formal notice of its intention to 
withdraw from the Tunnel Line on March 1 next, 
and has also given notice that it will receive no through 
passenger cars from the Fitchburg road or the Hoosac Tun- 
eee Oe is reported to be the 
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made arrangements for exchanging business with the West 
Shore road. The Fitchburg has still the West Shore connec- 
tiou to Buffalo open to it, and has also the connection with 
the Erie by way of Binghamton, over which less freight has 
——-" been sent than was expected when it was 
opened. 


Grand Trunk.—The track of this company’s Michigan 
Air Line is now laid to Jackson, Mich., 19 miles westward 
from the late termiuus at Stockbridge and 90 miles from 
the junction with the Detroit Division at Ridgeway. Jack- 
son will be the terminus for the present, but it is stated that 
the road is to be extended to a junction with the Chicago & 
Grand Trunk at Vicksburg, 63 miles west of Jackson. 


Louisville, Evansville & St. Louis,—The Corydon 
Branch of this road bas been completed and o for 
traffic. It extends from Mott, Ind., 17 miles west of New 
Albany, southward 9 miles to the town of Corydon. 


Louisville, New Orleans & Texas.—The connection 
of this road through Vicksburg. Miss., has been finished by 
the completion of the long trestle bridge in the southern 
part of that city, and a train will be put on to run between 
Port Gibson and Anthony’s Ferry on the Yazoo River. 


Manchester & Fitchburg.—This company has been 
organized under a charter granted six years ago, to build a 
railroad from Manchester, N. H., southwest to Mason Vil- 
lage, where connection will be made with a branch of the 
Fitchburg road. The distance is about 30 miles. 


Mexican Railroad Notes.—The following notes are 
from the Mexican Financier of Nov. 17: 

The Puebla & San Marcos Railway is not making expenses 
on account of the present low rate of fare. The tariff will 
therefore be raised in a few weeks. 

Arrangements have just been completed for the immedi- 
ate resumption of the payment of cash subsidies to the So- 
nore Railway from the receipts of the custom-house at 
Guaymas to tbe extent of $8,000 a month. The payments 
were suspended last July. 

The station of La Mesa, on the Matamoros & Monterey 
line of the Mexican National, promises to become a favorite 
excursion resort for pa from Matamoros and Browns- 
ville, and picnic grounds have been fitted up there. 

The Legislature of Vera Cruz bas empowered the Execu- 
tive of the state to grant a concession for the construction of 
a railway, together with a telegraph or telephone line be- 
tween Camaron and Huatusco, the same concession having 
been granted the state by the Federal Government. The 
state gives, as an auxiliary subsidy, $500 per kilometre. 

The wooden bridge of the Mexican Central over the Rio 
Chuviscar at Chihuahua is being replaced by an iron struc- 
ture. A at part of the provisional bridges of the com- 
pany to the north of Chihuahua have been replaced with 
iron, and to the south the handsome iron bridge over the 
San Pedro River, one of the largest streams in the state of 
Chibuahua, has been completed. 

The Atchison, Topeka & Santa Fe Railroad Co. has begun 
work on its new hotel at Guaymas. It will be a fine affair, 
and will probably rival the company’s grand hotel at Las 
Vegas Hot Sprivgs in the completeness of its appointments. 
The location, on a bill near the bay. is one of the finest on 
the Gulf of California, with a constant breeze from the 
Gulf and free from the dust and heat of the town, from 
which the site is one and a half miles away. The new 
street-railway will extend its line to the grounds of the 
hotel, which, with the proposed introduction of water from 
San José de Guaymas, can be made exceedingly beautiful 
with the exuberant tropical vegetation of the coast, in- 
cluding orange-trees, cocoanut-palms and date-palms. 
The hotel will have 150 rooms. There will be fine sea-bath- 
ing, the water having an agreeable temperature all winter. 
A steam yacht will be attached to the hotel. The scenery of 
Guaymas harbor is as picturesque as that of Mount Desert, 
and it is expected that the compavy will be able to divert to 
Guaymas considerable of the pleasure travel which now 
crosses the continent to California in search of a milder cli- 
mate ovey winter, the climate of Guaymas boing even and 
summer-like all winter, while the bay, which is never ruf- 
fled by storms at that season, abounds in the finest fish and 
oysters, and affords excellent opportunities for yachting 
and other aquatic sports. There are fine gardens in the 
neighborhood of Guaymas ially devoted to the raising 
of fruits and vegetables for the market, and as the best sea- 
son for all the northern summer vegetables there is in the 
winter, the cuisine of the hotel can be excellently supplied. 
Altogether the prospect for the development of a favorite 
winter resort at Guaymas appears to be excellent. 


Minden Tap.—The grading of this road is now very 
nearly completed, and a contract has been let for the 
bridges and trestles. These will be finished early next year, 
and the track will then be laid. The road will be about 8 
miles long, from Minden, La., southward to a junction with 
the Vicksburg, Shreveport & Pacific road. 


New York Central & Hudson River.—This com- 
pany is arrangivg a new scale of commutation rates for 
suburban passengers on its Hudson River and Harlem 
divisions. The new arrangement involves a reduction of 
from 80 to 46 per cent. in rates, and the substitution of 
monthly tickets for the old system of 100-ride books. 
The monthly tickets will be sold on a_ sliding scale, 
as they are on some other roads out of New York, by which 
the commuter who buys tickets for 12 consecutive months 
will pay but little more than if he bought tickets for the 
whole year at once—a plan very acceptable to the great 
majority of commuters. The new arrangement will bring 
down the rates on this road te about the same as those 
charged by the lines running into New Jersey. Heretofore 
they have been considerably higher. 


New York, Lake Erie & Western.—The Port 
Jervis (N. Y.) Gazette of Dec. 3 says: ‘*A committee from 
each division of the Erie, composed of one passenger and 
two freight engineers, went to New York Saturday and laid 
their difficulties with M. F. Wilder, Superintendent of 
Motive Power, before the highest officials of the road. This 
trouble, which has been noticed before in these columns, 
arises from an order issued by Mr. Wilder, Sept. 26, to 
the effect that all engineers must go to the shops 
and round houses in person to get their engines 
out, and another issued Nov. 26, to the effect 
that all engineers and firemen must personally oversee the 
putting away of their engines and taking them for coal and 
water, as bostlers were to be discontinued. Becoming 
very much dissatisfied with these rules, the engineers held a 
meeting at Hornellsville a week ago last Saturday, and a 
committee was Shpctated to wait upon Mr. Bei ye Master 
Mechanic of: the Western Division. He a to confer 
with Mr. Wilder, and didso. In consequence, the order of 
Nov. 25 was rescinded, but not the order of Sept. 26. Rail- 
"4 dispedch from Buffalo, Now. 28. saya "By recent de- 

ov, 28, says: ** @ recen' 
cision of the Court of Appeals, Lawrence C. Woodruff, of 
this city, was awarded judgment of $220, 
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Woodruff agreeing to pay the interest upon the bonds. in 
consideration of a lease of the road for a long term of years. 
He in turn leased the road tothe Erie Railroad for the full 
unexpired term of the charter, on its agreeing to pay the 
interest on the bonds. Subsequently the Erie was placed in 
the hands of Receiver Jewett. He refused to pay the bonds 
and Woodruff brought suit. The defense was that the lease 
was ultra vires. The case finally went to the Court of 
Apveals with the above result.” 


New York & New England.—A meeting of stock- 
holders was held Dec. 4, at which it was agreed to present 
the following ticket at the annual meeting next week: Wm. 
T. Hart, Eustace C. Fitz, Jonas H. French, W. T. Sayles, 
Jesse Metcalf, FP. J. Kingsbury, George M. Landers, Russell 
Sage, Cyrus W. Field, Hagh J. Jewett, George B. berts, 
Jay Gould, Charles G. Francklyn, George G. Haven, C. P. 
Clark. Thomas Nickerson, H. C. Robinson, F. L. Higginson 
and W. S. Webb. It was stated that Mr. Clark would 
serve as President and General Manager and Mr. Nickerson 
as Chairman of the Finance Committee. It was also stated 
that tbose present controlled by ownership or proxy about 
80,000 shares. 


New York, West Shore & Buffalo.— Officers of this 
company have denied the report that a lease of the road to 
the Grand Trunk Co. has been concluded. They admit that 
negotiations with that company are in progress, but do not 
state whether the object in view is a lease or simply a traffic 
agreement. The latter is most probable. 

A report was also circulated in New York this week that 
the road was to be leased to the Pennsylvania Railroad Co. 
This also is denied by both companies. A satisfactory agree- 
ment for exchange of traffic is already in force, and nothing 
further, it is said, is contemplated. 


Norfolk & Western.—This company has had under 
consideration for some time past the importance of building 
warehouses, coal piers, etc. upon the property controlled by 
it at Lambert’s Point, Norfolk: also extending the 
New River Division to open up new coal mines, and the 
building of branch lines into the important mineral district 
adjacent to its line. The question of making finan- 
cial provision to enable the company to undertake these im- 
portant works having been referred to a special committee, 
a meeting of the board of directors was held in Alexandria, 
Va., Nov. 28, for the purpose of receiving their report. 

The Committee submitted a statement in which they 
called attention to the fact that in the past three years the 
gross earnings from the traffic of the line had increased 
over 40 per cent..largely because of the policy adopted by the 
company in building up its local industries, and stated that, 
although more than $2,000,000 had been expended during 
that period for betterments and improvements upon its 
line, in addition to the amount provided from the sale of 
its mortgage bonds, the traffic has so largely increased that 
the present facilities are insufficient. 

The Committee further reported that, taking into con- 
sideration the valuable results that have been secured by 
former extensions, they considered it important that a 
comprehensive policy should be adopted, by which financial 
prov'sion should be made for the immediate requirements, 
and such further extensions and improvements, as ;may 
from time to time be requisite. 

In order to secure the necessary means, the Committee 
recommended that the company issue $2,500,000 improve- 
ment and extension bonds secured by a mortgage upon the 
property, and submitted a proposition to the company from 
a syndicate of bankers, headed by Messrs. Drexel & Co., 
and E. W. Clark & Co., of Philadelphia, for the purchase of 
the bonds on terms which they recommended should be 
accepted. The board unanimously concurred in the report 
and recommendations of the Committee, the sale of the 
bonds was confirmed, and the President was authorized to 
undertake the work of construction and improvement. 

By this action the Norfolk & Western Co. will, it is 
believed, be enabled to make very important additions in its 
earpving capacity. 

The new mortgage will be for $5,000,000, but not more 
than the $2,500, above referred to will be issued at the 
present time ; and no further issue will be made except for 
the purposes of extensions and improvements, and only 
when so authorized by the vote of the stockholders, the 
present issue of $2,500,000 supplying adequate means to 
prosecute to completion all the improvements that are at 
present contemplated. 

The present funded debt of the Norfolk & Western Rail- 
road Company is $25,400 per mile, and the proposed issue 
of bonds, taking into consideration the increased mileage 
due to the proposed extensions, will make the total funded 
debt $27,380 per mile. The net earnings of the road for the 
10 months of this year, to Oct. 31, have been $2,480 per 
mile worked. 

Notice is given that the consolidated mortgage first and 
second preferred South Side Railroad 8 per cent. bonds, 
which mature Jan. 1, 1884, will be paid on that date on 
presentation to the Planters’ & Mechanics’ Bank in Peters- 
burg, Va., or the Fidelity Insurance, Trust and Safe De- 
posit Co. in Philadelphia. Interest on the bonds will cease 
from that date. 


Philadelphia & Reading.—This company’s state 
ment for October and the eleven months of its fiscal year 
from Dec. 1 to Oct. 31, gives the following figures, the 
earnings and expenses of the Railroad Co. including those 
of the leased Central Railroad of New Jersey, from the date 
of the lease, June 1, 1883: 


Railroad Co.: 777 October.-———._ ——-Eleven monthe.—— 











1883. 1882. 1883. ; 
Earnings....... $3,531,4°6 $2,229,513 $26,143,014 $19,633,367 
Expenses....... 1,630,477 1,105,961 13,669,015 10,878,866 
Net earnings.$1,900,959 $1,123,552 $12,473,999 $8,754,501 
Coal & Iron Co.: 
Earnings....... $1,873,592 $1,592,217 $15,282,274 $13,752,253 
Expenses....... 1,728,290 1,444,268 14,753,707 12,855,201 
Net earnings. $150,302 $147,949 $528,567 $897,052 


Both Cos.: 
ings. ....-. $5,405 028 $3,821,730 $41,425,288 $33,385.620 
Expenses.. .... 3,353,767 2,550,229 28,422,722 23,734,067 


Net Harnings.$2,051,261 $1,271,501 $13,002,566 $9,651,553 


In these statements no charge for interest or rentals is 
included in expenses, the net earnings being the amount 
from which all the fixed charges of the company are to be 





For the eleven months the Railroad Co. shows an increase 
of $6,509,647, or 33.2 per cent., i2 gross earnings; an 
increase of $2,790,149, or 25.6 per cent., in expenses, and 
a gain in net earvings of $3,719,498, or 42.5 per cent. The 
net earnings of the Central for the five months of the lease 
have been $2,867,201, so that the net gain on the Reading 
lines proper this year has been $852,297, or 9.7 per cent. 

For the eleven months the Coal & Iron . had an 
increase in gross receipts ef $1,580,021, or 11.1 per cent., 
with an increase in expenses of $1,898,506, or 14.8 per 
cent., and a loss in net earnings of $368,485, or 41.1 per 
cent. The net earnings this year were only 8.46 per cent. 








of the gross receipts. 


{DECEMBER 7, 1888 





The two companies together thus had. for the eleven 
months, an increase of $8,039,668, or 241 per cent., in 
gross earnings; an increase of $4,688,655, or 19.8 per cent.. 
in expenses, and a gain in net earnings of $3,351,013, or 
34.7 per cent. Of this gain $2,867,201, as stated above, 
came from the Central road; deducting this we have the 
net gain for the two Reading companies $483,812 or 5.0 per 
cent. 

The earnings of the Reading and Central lines are given 
separately as follows for the month of October : 





Reading. Central. Total. 
Gross earnings.... . .... -..+ $2,381,188 $1,150,248 $3,531,436 
DE. icc wentapesuaune 1,085,694 544,783 1,630,477 
Net earnings................. $1,295,494 $605,465 $1,900,959 
Central rental for the month.............. 534,322 534,322 
Ras nes sine, no0da eniedininutdedenbieh $71,143 $1,366,637 


The Central surplus over rental for the five months since 
the lease has been $509,075. This includes ths best period 
of the year for traffic on that road, and includes only two 
months—September and October—in which dividends are 
included in the rental. 

The sources of the income of the Railroad Co. in October 
were as follows : 

Earnings. Expenses. Net or Deficit. 
Railroad traffic........... $3,344,351 $1,536,644 Net. $1,807,707 
Canal traffic.............. 139,576 59,743 Net. 79,833 
Steam colliers............ 41,222 25.289 Net. 15,933 
Richmond coal barges... 6,287 8,801 Def. 2,514 


BO xssdcvsis coe eoakany $3,531,436 $1,630,477 Net $1,900,950 
The net gain for the month was from the railroad and 
canal traffic, the steam colliers showing a considerable de- 
crease in net earnings. 
The traffic reported is as follows : 
———October.——— —-Eleven months.—, 
1883. 1882. 1883. 1882. 
Passengers carried.... 2,061,129 1,207,653 16,342,651 11,082,088 














Tons merchandise... 896,226 637,969 7,600,517 6,858,33) 

Tons coal..... ........ 1,420,277 886.302 10,149,502 7,565,397 

Tons coal on colliers.. 47,909 56,069 478,926 521,322 
Tons coal mined : 

By Coal & Iron Co ... 535,841 441,814 4,069,534 3,652,035 

ae 148,363 152,783 1,356,456 1.372,415 
Mans: assben, ooh 684,204 594,597 5,425,990 5,024,450 


In October, 1883, the Central lines carried 833,861 passen- 

ers, 290,853 tons merchandise and 516,805 tons coal. 

educting these from the totals above, the result shows for 
the Reading lines alone an increase in passengers of 19,615, 
or 1.5 percent. ; in merchandise carried a decrease of 32,596 
tons, or 5.1 percent., and in coal carried an increase of 
17,170 tons, or 1.9 per cent. 

Assuming that the coal mined from the lands of the Coal 
& Iron Co. was all carried over the railroad—as very nearly 
allof it probably was—then the Coal & Iron Co, furnished 
the Railroad Co. with 53.5 per cent. of its total coal ton- 
nage for the eleven months. 


St. Joseph & Western.—At Topeka, Kan., November 
27, a motion for the appointment of a receiver for the St. 
Joseph & Western Railway, ona petition of the bondholders, 
was argued in the United States Circuit Court. The defend- 
ant and the Union Pacific, which controls the greater part 
of the bonds and stock, and operates the road, asked fora 
decree of foreclosure and an order of sale, but resisted the 
appointment of a receiver, while the complainants ask that 
a receiver be appointed. Judge McCreary delivered a de- 
cision on the 29th granting the petition of the plaintiffs by 
ordering the appointment of a receiver. The road has been 
operated by the Union Pacific, but no interest has been paid 
on the bonds, as the earnings have been barely sufficient to 
pay the working expenses. 


Texas & St. Louis.—A number of first-mortgage bond- 
holders of this railroad company met in New York to pro- 
test against the proposed readjustment scheme. About 
$289,000, or 15 per cent. of the total issue, was represented. 
One gentleman said that bondholders representing nearly 
$600,000 were opposed to the scheme. Objection was made 
to accepting a mortgage of $15,000 a mile on this narrow- 
gauge road end gry up a mortgage of only $8,000 a mile 
on the same road. Acommittee of three was appointed to 
wait upon the Readjustment Committee, explain the views 
of the minority, and call another meeting. 

Traffic on the road was delayed for several days last week 
by astrike of the engineers, who refused to take out any 
more trains until they received the back pay due them. The 
matter was finally settled by payment of two months’ wages. 


Toledo, Cincinnati & St. Louis.—The United States 
Circuit Court in Chicago has finally decided to appoint Mr. 
W. J. Craig, who was made receiver in Ohio, Receiver 
under its jurisdiction also, in Indiana and Illinois. Mr. 
Craig last week filed the necessary bonds, and is now in 
possession of the whole road. 

The Railroad Equipment Co. has begun suit to recover 
the amounts due on certain equipment sold under a car trust 
to the Cincinnati Northern prior to its consolidation with 
this company, and also to recover possession of the property. 


Union Pacific.—Track on this company’s Oregon 
Short Line is laid to St. Paul, Idaho, on Snake River, 30 
miles north by west from the late terminus at Caldwell and 
493 miles from the main line at Granger. Work is in pro- 
gress on the bridges at the two crossings of Snake River, and 
tracklaying is progressing steadily. 


Vicksburg, Shreveport & Pacific.—Track on this 
road is now laid to Choudrant’s, La., 26 miles westward 
from the old terminus at Monroe, and 99 miles from the 
Mississippi. Work is advancing steadily toward Shreve- 
port. 


West Jersey.—This company makes the following 
statement for October and the ten months ending Oct. 31: 





-—October.——— ———Ten montbs.——, 

1883. 1882. 4 1882. 
Earnings..... ... - $88,231 $83,194 $1,071,155 $968,093 
Expenses............ 61,017 55,158 648,133 538,786 
Net earnings,.... $27.214 $28,036 $423,022 $429,307 
P.c. of expenses.... 69.2 66.3 60.5 53.7 


For the ten months this shows an increase of $103,062, or 
10.6 per cent., in gross earnings, with an increase of 
$109,347, or 20.3 per cent., in expenses; the result being a 
decrease in net earnings of $6,285, or 1.5 per cent. 


Wisconsin, Iowa & Nebraska.—The track is now 
all laid on the section of this road from Des Moines, Ia., to 
Marshalltown, 45 miles. The use of the Wabash track into 
Des Moines has been secured for the present. The com- 
pany’s line now extends from Des Moines through Marshall- 
town to Hudson, and will soon be completed to Cedar Falls. 


Worcester, Nashua & Rochester.—The organization 
of this company was completed at a meeting held in Wor- 
cester, Mass., Dec. 1. It is formed by the consolidation of 
the Worcester & Nashua and the Nashua & Rochester com- 
papies, and is mainly a matter of form, as the Nashua & 
Rochester road has been leased by the Worcester & Nashua 
Co. ever since it was built. 





